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The message was from headquarters at Detroit. It commanded Hot- 
foot to start on a world tour at once, making Russia his first objective point. 

Mounting the platform again, Hotfoot announced{briefly ;the§purport 
of the telegram. He explained that more than 200 prominent railways 
on this continent have adopted the PeterjSmith heater as standard and 
that other roads were following their example so rapidly in this country 
it was deemed advisable to carry on some further missionary work among 
_ the car companies abroad. 

Hotfoot and 60-Degree Jack then hastened to arrange for their depar- 
ture. Throwing into a portmanteau plenty of statistics on the Peter 
| _ Smith Heater’s efficiency and economy, and blue prints showing installa- 

tion, Hotfoot and his ally jumped into a taxicab and hastened to the Lake 
____ Shore depot where they caught the Twentieth Century for New York. 
______ Upon arriving they hastened to the docks, reaching there not a moment 
too soon. For the gang plank was raised after them and 'a moment or 
o later the Petemovsky was steaming majestically out to sea, bound 
or Russia. — 


fi lancing over the rail as the boat started on its trip, Hotfoot was sur- 
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- They Arrived at the Wharf Just in 


| Hottfoot Smith is off for Russia 
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prised to see a crowd of railway men gathered at the wharf to bid him 
bon voyage. They had heard of his suddenly matured plans and had 
arrived at the wharf just in time to wave farewell. 

“Well, partner, we don’t know where we are going but we're on our 
way, facetiously remarked Hotfoot to 60-Degree Jack. “‘I think we 
had better go to St. Petersburg first and see some of the railways there. 
You ought to be able to make a hit with that smiling countenance of yours 
over in that cold country, Jack, my boy.” 

60-Degree Jack merely grinned, but that grin meant volumes. It 
pe plainly as words: “Yes, Hotfoot, old scout, just so you're on the 
job. 

“T hope sincerely we don’t encounter any such opposition and plotting 
against our lives as we have been through,’’ continued Hotfoot, gazing 
reminiscently at the rapidly receding shore line. 

But Hotfoot little knew how close at hand lurked danger. He had not 
observed several suspicious-looking characters slip aboard just as the boat 
was about to start. 

(Continued next week) 


TEE—60 degrees in zero weather. Operating cost not over 28c per day. Perfect ventilation. 275 cu. ft. of fresh warm 
: air perminute. Absolute safety. Absolute satisfaction. Dry floors. 


EA ER IS—Standard on over 200 roads in the United States. Light in weight. Approved by boards of health in largest 
cities. Built tolast. Of fool-proof design. Easily removed in summer months, 


Ask for circular and blue prints showing installation. 
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In Time of Peace Prepare For War 


¢¢ FOE,” said the General Manager to his Master Mechanic, ‘‘How are your 
preparations coming along for our heavy winter service?”’ 

“Boss,” replied Joe, ‘‘We have just about finished going over 
our present equipments and they are in pretty fair shape as far as they go. 
There is one thing, though, that we certainly ought to do right away, 
and that is, replace the drum type controllers on the five old baggage- 
express cars with Westinghouse HL control. You know that our one 
freight car equipped with HL control enabled us to keep the Western ter- 
minal open last winter during the heaviest snows. The five other cars were 
not much good in ‘ bucking’ snow, due to controller and circuit breaker 
explosions caused by heavy currents in starting. You see, Boss, with 
Westinghouse HL control, the heavy pressure between contacts, separate 
compartments for switches, heavy springs to open contacts, and intense 
magnetic blowout, make it ideal for the heaviest kind of service. We 
certainly would save money, and at the same time get better service by 
putting on HL control.” 


“All right, Joe,” said the General Manager, ‘“‘we will have to ee 
about that.”’ 


: . 4 . } “ - 
This HL controlled train came Master 7. cede 7 x, 
through when all others stalled 7. Controller Unit-Switch Group HL Type  _—_—‘ity| 
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REORGANIZATION 
IN TOLEDO 


It is unusual for a public utility 
company in such financial straits as 
the Toledo system has been for sev- 
eral years to complete its plan of reorganization without a 
definite understanding with the city in regard to franchise 
terms. 


The franchises for part of the trackage of the 


Toledo Railways & Light Company within the city limits 
of Toledo have expired, and negotiations with the city 
authorities for a new contract have been under way, but 
so far they have been apparently without an agreement of 
even a tentative nature concerning the fundamental pro- 
visions. As it is planned to do, the scheme of reorganiza- 
tion, which was described in last week’s issue of the Exec- 
TRIC RAILwAy JourNAL, should prevent a foreclosure of 


mortgage and judicial sale, and the avoidance of these 
extreme measures is clearly in the interest of both the 
company and the city. Under a receivership additional 
expense and delay would be involved, with no resulting 
advantage to either of the two interests principally con- 
cerned in the maintenance of the property as a going con- 
cern and the establishment of satisfactory co-operative 
franchise relations. H. L. Doherty & Company are to 
assume the direction of the management and operation for 
a period of grant under terms similar to contracts which 
have been made by the same organization affecting other 
utilities in the country, and their possible profit is deter- 
mined in part by the degree of success attained by the 
enterprise. The city, instead of dealing with a concern in 
unstable financial condition, will treat with a responsible 
company. The standing of the rehabilitated company will 
be better with bankers, and it will be no worse with the 
city if the authorities do not seek to take advantage of the 
Undoubtedly the public of Toledo will be thankful 


reconstruction and the assurance of 


change. 
for the financial 
physical rehabilitation. 


One of the surprising features of 
the conference of the Municipal 
Tramways Association in Great 
Britain, which was held almost simultaneously with the 
American Electric Railway Association’s 
Chicago, was the fact that repeated references were made to 


THE MOTOR 
OMNIBUS 


convention at 


the possibility of disastrous competition between the street 
railways and the motor omnibuses. As one English con- 


temporary expresses it, the “specter of the motor bus” was 
the keynote of the conference, and, indeed, serious complaint 
was made that London street railways were suffering under 
Com- 


ment on the successful operation of motor omnibuses in 


unfair, competition from their more flexible rivals. 


Paris has also been noticeable in our foreign contemporaries. 
It has even been stated that a general impression exists in 
the French capital that much of the large investment now 
being sunk in electric street railways would have been 
more economically employed in creating motor omnibus 
lines. Such serious consideration in European countries 
of the motor omnibus may perhaps be reflected here in a 
doubt as to the wisdom of extensions of electric railways 


. 
e 
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without regard to the possibilities inhering in this other 
means of rapid urban transportation. As a matter of fact, 
however, the successful competition of the motor bus in 
London and Paris, as we have explained in these columns 
before, is due largely to local conditions which have no 
counterpart here. One of the most important of these is the 
short, crowded and narrow streets which abound in certain 
sections of London and Paris, upon which the installation 
of rails as well as the operation of street cars is difficult 
at best. Before permitting the motor bus bogie to be 
considered seriously here it would be necessary to overlook 
the limited capacity and consequently high platform ex- 
penses of the omnibus and the question of up-keep for 
tires. Until some more durable and less expensive mate- 
rial than rubber is found for the tires and some fuel less 
in demand than gasoline for the motive power, gasoline 
buses will hardly be able to compete on even terms with 


electric cars. 


The amount of salary paid to the 
members of the various railroad and 
public utility commissions of the 
country is part of the information which is being compiled 
by the department on regulation of utilities of the National 
Civic Federation, as was explained in connection with the 
table published in last week’s issue of the ELectric RAILWAY 
JOURNAL, 


THE COST OF 
REGULATION 


These figures, of course, do not measure the 
While the salaries of the 
commissioners probably represent the major part of the 
total expense in states where the authority of the com- 
mission is largely nominal, they are a much smaller pro- 
portion of the total expenditure in states where the laws 
give strong regulative powers. As a rule the early com- 
missioners in this country had little real authority over 
the companies that were supposed to be under their juris- 
diction. Their members generally were politicians who 
secured election or appointment to the office because of 
party services, and they lacked both the knowledge and 
the desire to perform duties of more than a routine char- 
acter. Even under such commissions there has been a 
tendency in certain states to criticise the expenditures of 
the commissions. The only fair way to test expendi- 
tures is by the results obtained, and, while the later style 
of commission and law have enlarged the costs to the public, 
in some cases many-fold, both the aims and the achieve- 
ments of the regulating bodies have been evidences of a 
new order of affairs. 


cost of regulation to the public. 


Figures alone cannot measure the 
value of a commission, but so far as they can, a reasonable 
way of employing them is to show what percentage of the 
capitalization approved, or what percentage of the gross 
earnings of the companies concerned, was expended by 
the regulative body in the course of a year. So long as 
the expense is not unduly excessive, however, the test of the 
commission is the justice of its decisions on formal ques- 
tions and the fairness with which it meets and protects 
at all times the rights of the public and the corporations. 
lf the commissioners holding office under the laws enacted 
in the present era are not able to do this without foolish 
waste of public funds, they are not equal to the responsi- 
bilities imposed on them by the statutes and should seek 


employment in other fields. 
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FIXED CHARGES AND POWER COST 


It is somewhat unfortunate that operating engineers in- 
charge of power plants have not as a rule acquired the 
habit of figuring their costs with fixed charges included. 
A great deal can be learned by the comparison of the 
purely running expenses of a plant from month to month 
or upon a shorter basis of time, but the trouble is that 
data of this limited character are often sent to the owners — 
of other installations, and comparisons of expense are 
made without due regard to the so-called overhead charges, . 
which must be met with real money regardless of the 
service required or the hours which the plant runs each 
day and night. Probably one important reason why fixed 
charges are so often omitted in the consideration of plant 
performance is the uncertain values which have to be 
allowed for depreciation, depending upon the judgment of 
the man responsible for the figures prepared; but certainly — 
it is worth finding out in specific cases how the fixed ele- 
ments of cost affect the final result per kilowatt-hour. It— 
is doubtless unwise to incorporate fixed costs into a station 
budget without separating them at some point from the 
operating expenses, for the comparison of the latter is 
important as a first step in the study of station economy, 
although incomplete as a measure of the total value of a 
given plant for productive service. The only scientific way 
to treat the matter, where ample data are available, is to 
figure both fixed and operating costs per kilowatt-hour and 
then to incorporate both these and their sum upon the data 
sheet. Simple as this appears, it is seldom done in practice 
unless some special investigation of an expert character is 
under way at the plant in connection with the extension on 
modification of the existing equipment. * 

A simple case will illustrate the influence of fixed charges 
upon the unit cost of production. A 3000-kw steam plant. 
generates electrical energy at an operating cost, let us say, 
of 8 mills per kw-hr., the yearly station factor amounting to 
30 per cent, which presupposes an annual output of 7,884,000 
kw-hr. This 8 mills is the item of chief interest to the 
men responsible for the handling of the plant, for it may be 
reduced perhaps by good management of the equipment, 
and, when taken in connection with the local cost of coal 
and the labor required to run the particular type of station 
in question, is properly suggestive to the engineer interested 
in the economical handling of plants. But there is another — 
factor to be taken into account in making a complete study 
of cost before the performance of the plant as a whole 
be judged on the broadest possible basis, and that is 
overhead charge. 3 

The investment in the plant is, let us say, $125 ‘pers 
Allowing 5 per cent for interest, 5 per cent depreciation 
2 per cent for insurance and taxes, it follows that $1 
kw iia” per year must be raised to meet this leg 
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drops to 20 per cent, the total output falls to 5,256,000 
kw-hr. at, say, I cent operating cost, and the fixed charges 
rise to 8.6 mills per unit, giving 1.86 cents total cost. The 
actual sum required to meet fixed costs can be altered only 
with difficulty, if at all; but it is none the less important to 
study the influence of this figure upon the unit output total 
cost, and for most purposes the use of a constant fixed 
charge or one changed with changing tax and insurance 
rates is not objectionable. The results can be obtained so 
easily after the initial investment is determined and assump- 
tions made as to interest rate, etc., that they are well worth 
incorporating into studies of plant operation which aim to 
analyze the situation with reasonable thoroughness. 


THE McKINLEY PROPERTIES 


Substantial improvement over the record of the preceding 
year is shown by the gross earnings given in the annual 
reports of the McKinley properties for the twelve months 
ended Dec. 31, 1911. Both the Illinois Traction System 
and the Western Railways & Light Company made gains 
in their principal sources of revenue. The Illinois Trac- 
tion System has approximately three and one-half times 
the gross earnings of the other property, and the combined 
gross returns of the two companies in the last year were 
nearly $9,000,000. While the combined gain in gross earn- 
ings, as compared with the preceding year, was $1,033,838, 
this was not contributed by the two companies in the ratio 
that the relative gross returns would indicate. The Illinois 
Traction System showed an increase of $684,184, or II per 
cent on its 1910 gross, while the Western company fur- 
nished $349,654, or 20.8 per cent more in I911 than in the 
previous year. The latter company is still engaged in new 
construction work of magnitude, while the Illinois Traction 
System, having completed its great project involving a 
bridge across the Mississippi River and a St. Louis entrance 
and terminals, continued its notable construction during 
the year largely to the completion of additions, such as 
belt lines for freight traffic, which served to round out the 
existing property. Unless the Illinois Traction System 
undertakes a new program of expansion or its. existing 
properties should develop with unexpected rapidity, the 
new construction of the Western Railways & Light Com- 
pany should continue to give it the larger proportionate 
increase in the near future. 

Somewhat the same plan of report is followed by the two 
companies, but each statement gives details of interest that 
are lacking in the other. The operating statistics in the 
report of the Western company are so interesting in re- 
gard to the unit results of the year that the items given 
might well serve as a model for many other companies. 
The Illinois Traction System report states the percentages 
of gross earnings furnished by each department in IgI1, 
corresponding to those which have been presented in re- 
views of past reports published in the ELectric Ram~tway 
Journat. From these it appears that the railway prop- 
erties furnished a total of 69.78 per cent of the entire gross 
revenue, divided between 41.51 per cent for the interurban 

system and 28.27 per cent for the city street railways. As 
the increase in gross earnings of the interurban lines was 
much larger than for any other department of activity and 
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the plans of the company, set forth by President W. B. 
McKinley and Vice-president Executive H. E. Chubbuck, 
point to full development of the possibilities for increase 
in the freight business which the improvements make possi- 
ble, further gains in this direction are to be anticipated. 
The interurban lines gained last year, as compared with the 
preceding year, 17.4 per cent in gross earnings as com- 
pared with 2.9 per cent for the local street railway prop- 
erties. The electric lighting and power properties, which 
contributed 21.35 per cent of the entire gross in I9gII, in- 
The gas 
properties furnished 5.55 per cent of the entire gross and 


creased I1.4 per cent over the preceding year. 


gained 7.3 per cent over IQI0. 
constituted 2.86 per cent of the total but showed a gain of 
hash pete cent: 


Steam-heating earnings 


The miscellaneous revenues amounted to 
0.46 per cent of the whole and gained 20.7 per cent. 

A very different distribution of gross earnings is shown 
by the Western Railways & Light Company. In that sys- 
tem the railway properties of both classes contributed 
64.01 per cent of the gross earnings, but the balance as 
between the interurban and city lines was a reversal of the 


The 
city lines of the Western company furnished 45.59 per 


condition found on the Illinois Traction System. 


cent of the entire gross revenue, while the proportion of 
As the 
urban system is being extended, however, this proportion 
The electric light 
and power properties earned 17.84 per cent of the total 
in 1911, the gas properties 16.79 per cent, the steam heat 
0.95 per cent, the water 0.36 per cent and the miscellaneous 
0.05 per cent. 


the interurban lines was 18.42 per cent. inter- 


should be modified in a year or two. 


While the car-mile gross earnings of the interurban lines 
of the Western Railways & Light Company were higher 
than the corresponding results on the city lines of this 
company, the lower average operating expenses of the 
latter properties affected the comparative net returns, 
City lines, 9.43 cents; interurban 
Neither class showed a large average 


which were as follows: 
lines, 7.18 cents. 
number of fare passengers per car mile, the figures being 
4.15 for the city lines and 2.72 for the interurban lines. 
Owing to the fact that the city lines include a number of 
isolated properties, not located in the districts reached by 
the interurban lines, the population served by the two 
classes of property differs. The population served by the 
city lines, 151,638, compares with 90,548 on the interurban 
lines. The number of revenue rides per capita on the city 
lines was 125 as compared with thirty-nine on the interur- 
ban lines. The basis adopted in the compilation of the 
figures of population served by the interurban lines is not 
stated, and it would be interesting to know what distances 
from the right-of-way were regarded as tributary and 
whether all of the population in a municipality was con- 
sidered as “served.” Conditions as to the extent of actual 
mileage of interurban. lines in cities and the accessibility 
of service vary with different companies and no standard 
method is applicable to all situations. ‘ 

To judge from the rate of increase shown in 1911, the 
combined properties of the McKinley systems, which now 
have excellent terminal facilities in St. Louis for the main 
Illinois lines and are pushing toward Chicago on the north, 


- should have gross earnings of about $10,000,000 in 1912. 
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Norristown Extension of Philadelphia & Western 
Railway 


Completion of an Important Link to Give High-Speed Service Between Philadelphia, Norristown and Other Parts of 


Eastern Pennsylvania 


A most important advance in the development of high- one that is notable for its large country estates and thou- 


speed electric traction for eastern Pennsylvania was con- sands of beautiful country homes. 
summated on Monday, Aug. 26, when the Philadelphia & Thé new service calls for a twenty-minute schedule 
Western Railway opened for public travel its extension throughout the day and a thirty-minute schedule during 


Philadelphia & Western Railway—Norristown Approach Philadelphia & Western Railway—Single-Track Viaduct, 
to Single-Track Viaduct and Bridge Norristown | 


from Villa Nova to Norristown. Although the new con- the evening. The running time from the West Philadelphia 
struction comprises but 6.17 miles of route, its importance terminal to the public square of Norristown, a distance of 
lies in the fact that it taps directly the prosperous com- 13.5 miles, is twenty-six minutes. This is faster time than 


Philadelphia & Western Railway—Tower at Villa Nova Junction for the Control of Signals, Third-Rail Connections 
and High-Tension Circuits 


munity of Norristown with its population of 30,000 and is m i ins rati 

also that it offers a splendid high-speed route c Philadel- ieiie tose ae Rees ean 
phia for the interurban cars of the Lehigh Valley Transit The predecessor of the Philadelphia & Western Railway, 
Company of Allentown. The territory between Philadelphia the Philadelphia & Western Railroad, which inauediatea 
and Norristown is of hilly and well-wooded character and its service on May 22, 1907 (see STREET RAILWAY Jour- 
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NAL, June 15, 1907), began operation with 24 miles of 
single track on 11 miles of route from Sixty-ninth and 
Market Streets, Philadelphia, through the towns of Ard- 
more, Haverford, Bryn Mawr, Rosemont, Villa Nova, Rad- 
nor, St. David’s and Wayne to Sugartown Road, a point 
about 34 mile from the Strafford station of the Pennsylvania 
Railroad. As the company had been incorporated under a 
steam railroad charter, the construction throughout was of 
most massive character. The track, consisting of 85-Ib. 
T-section running rails and bottom-contact third-rail sys- 
tem, was laid on the company’s right-of-way, which em- 
braced a width from 60 ft. to 230 ft. as far as Strafford. 
A great number of cuts, fills, bridges, viaducts, etc., were 
also required to avoid all grade crossings, to limit the 
maximum grade to 2% per cent, and the maximum curva- 
ture, except at terminals, to 5 deg. These high standards 
have been maintained and even improved in later con- 
struction. 

The first addition to the initial trackage was made in 
I91I, when the road was extended to the Strafford station 
of the Pennsylvania Rai'road. The latest addition to the 
Philadelphia & Western Railway consists of the extension 
from Villa Nova to Norristown. To accomplish this end, a 
franchise first was secured for operation in Norristown 
itself, and in 1911 a 1.9-mile surface railway was built in 
Norristown under the name of the Norristown Transit 
Company. The trackwork of this line consists of a 95-lb. 

_T-rail which is laid on creosoted ties in brick paving, from 

the public square in Norristown to the tracks of the Lehigh 
Valey Transit Company. The,overhead work, however, 
was not installed until this summer at about the time that 
the Norristown extension of the Philadelphia & Western 
Railway was completed. 

The present owners have also completely rebuilt the third- 
rail system by changing from the bottom-contact to the 
top-contact design as described in the ELecrric RAILWway 
JournaL for Aug. 17, 1912. They have also installed the 
General Railway Signal Company’s Model-2A right-hand 
upper quadrant signal, built an interlocking tower at Villa 
Nova and a substation at Bridgeport opposite Norristown. 

The constructing engineers for the Norristown branch 
were the Stone & Webster Engineering Corporation, Bos- 
ton, Mass., but the general direction of the work was under 
H. S. Farquahar, general manager and chief engineer Phila- 
delphia & Western Railway. 


Philadelphia & Western Railway—Hillside Cut and Fill 
Near Roadway 


‘ 


TRACK AND BRIDGES 
The double-track line from Villa Nova to Bridgeport 
follows the original standards except that the joints and 
bonds are of improved designs. The rails are 85-lb. 
% Ac S. C. E. section on oak ties in a ballast consisting of 
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crushed blast furnace slag and crushed stone. The joints 
are of the Bonzano type, with electrically welded bonds. 
The minimum width of the right-of-way on the extension 
is 60 ft. and the maximum width is 260 ft. There are no 
grade crossings of any kind. 
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Philadelphia & Western Railway—Map Showing Norris- 
town Extension 


The bridges were fabricated by the Pennsylvania Steel 
Company under the Pennsylvania Railroad specifications 
for quality and loading except that the Schuylkil! River 
bridge is designed to carry a continuous train of cars, each 
weighing 50 ‘tons. The Norristown extension includes 
seven highway bridges, nine railroad bridges, two over- 
grade railroad crossings, the Schuylkill River bridge, which 
is 3850 ft. long including the approaches; nine concrete 


Philadelphia & Western Railway—Reinforced Concrete 
Four-Track Crossing for Pennsylvania Railroad 


culverts and nine pipe culverts. The bridges required a 
total of 5,500,000 Ib. of steel and 22,000 cu. yd. of concrete. 
The length of the longest cut was 2100 ft., the depth of the 
deepest cut was 50 ft., the height of the highest fill was 
54 ft. and the length of the longest fill was 3300 ft. 
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The character of the road work on the extension to 
Norristown is well shown in several of the accompanying 
halftone illustrations. One of these, taken in the celebrated 
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section is 2% per cent. It may be interesting to add that 
so far as known the only railway construction similar to 
this bridge approach is the elevated railway on the Bowery, 


“Gulph” district, shows how the hillside has been cut away New York. This viaduct aria of ae ice 
oe a ce) Fi : ER other transportation routes. 
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a ot =a a ing Railway, canal of the 


Schuylkill Navigation Com- 
pany, Schuylkill River, second 


10-Ton Crane 


canal of Schuylkill Naviga- 


tion Company, Philadelphia & 
Reading Railway at Washing- 
ton Street, Pennsylvania Rail- 
road at Lafayette Street and 
Schuylkill Valley Traction 
Company at Main Street. 
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CONTROL OF ENERGY DISTRIBU- 
TION 

The heart of the Philadel- 

phia & Western Railway from 

the operating standpoint may 

be said to be at Villa Nova 


junction, where the company 
has erected the handsome 
structure shown on page 906 
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Philadelphia & Western Railway—Cross-Section of Bridgeport Substation 


and an enormous fill made above the highway which is 
seen at the left. The same view also shows a bonding car 
of the Electric Railway Improvement Company. An in- 
teresting example of reinforced concrete work is at Radnor, 
where four tracks of the Pennsylvania Railroad’s main line 
cross the Philadelphia & Western Railway. This structure 
has abutments of solid concrete and 18-ft. spans of con- 
crete slabs which are reinforced with twisted rods. An 
unusual location of two plate girder bridges is shown in the 
upper illustration on page go9g. The bridge at the left is a 
62-ft. span across the Matson Ford Road, while that at the 
right is a 130-ft. span across Montgomery Avenue. 

The most important structure is the single-track bridge 
which crosses the Schuylkill River from Bridgeport to 
Norristown. Including the approaches, this bridge is 3850 
ft. long. The Bridgeport section of the bridge, under which 
the new substation is located, consists of plate girders car- 
ried on latticed bents and columns. The river spans con- 
sist. of Warren trusses carried on concrete piers. The 
Norristown section consists partly of plate girders and partly 
of trusses, the structure being carried on single posts. The 
floor of the bridge is open except in Norristown, where a 
solid floor is used. This floor is composed of I-beams and 
concrete slabs, which are reinforced with square twisted 
rods, and is covered with ballast. The reason for the solid 
floor construction is that the Norristown part of the viaduct 
is built within the sidewalk line, whereas the Bridgeport 
section is over the company’s right-of-way. The bridge has 
a railed walkway throughout its entire length. Although 
the view of the Norristown approach would indicate that 
the bridge is on a grade at this point, the bridge is really 
level for the first 400 ft., the appearance of an incline being 
due to the fact that the street slopes rapidly toward the 
river bank. The maximum grade on the bridge over any 


to serve as an interlocking 
tower for all signals at the 
junction and as a control point 
for both the high-tension trans- 
mission and low-tension pro- 
pulsion circuits. The lower 
part of the tower is built of 
blackhead brick with Flemish 
bond, and the upper part of 
concrete columns and wood. 
The overhanging roof is constructed of wood and canvas 
covering, something like a car roof, in preference to wood 
with tin covering, thereby decreasing electrical dangers 
and avoiding excessive heating. This tower supports 
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Philadelphia & Western Railway—Interior of Bridg 
Substation 


a trussed steel framework upon which 19,000-vol | 
phase pole-top switches of the Pacific Electric Comp 


OcTOBER 26, 1912.] ELECTRIC RAILWAY JOURNAL 909 


Philadelphia & Western Railway—Bridgeport Passenger Station and Substation at Plate Girder Section of Schuylkill 
; River Bridge 


Philadelphia & Western Railway—Single-Track Pratt Truss and Plate Girder Bridge Over the Schuylkill River 
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which fit into circular ceiling-set sockets. Thus the oper- 
ator can control the transmission circuits which connect 
the Ithan, Beechwood and Bridgeport substations located 
respectively 1.5 miles, 4.7 miles and 5.5 miles from Villa 
Nova. All third-rail circuits are also equalized at this 
tower by tying all third-rail ends into a common busbar 
through automatic circuit-breakers. 
BRIDGEPORT SUBSTATION 

Several views and drawings are presented of the new 
substation at Bridgeport which has been erected under the 
Schuylkill River bridge of the company and adjacent to its 
Bridgeport passenger station as shown. This substation 
has an inside area of 40 ft. x 4o ft. 6 in. The general con- 
struction is of brick except that the gallery and various 


UZ 


; 
aa 


@00000 000000 


Switchboard 


900 K-W.Rotary} 


500 K.W.Rotary jh 
Converter I 


Converter 


tall 


12°6 


- 42/64 cP 3 
500 K.W. 3@A.B, Trans. 


Starting 


Et 
ture Outgoing A.C.Kotary is * 


j _ Incoming 
Line Switch y me) 
25'84-- 


nl Line Switch 


Ba 76 
re) 


Gee | J © 


WSS b 


CL _ 


pal l 


Eleetric Ry.Journal 


GALLERY PLAN 
Philadelphia & Western Railway—Plan of Main Floor and 
Gallery of Bridgeport Substation 


partitions are made of reinforced and plain concrete re- 


spectively. The main floor is spanned by a 10-ton Maris ° 


crane, 


The high-tension lines which are brought through the: 


roof are led through asbestos barriers as fat as the level 
of the machine floor, whence they pass to the high-tension 
bus structure in the basement. This structure is composed 
of twelve concrete slab compartments, 25 ft. 4 in. long 
over all and 3 ft. 7 in. deep. As shown in the cross-section 
the basement also contains the current transformers, ait 
chambers with the blower sets, the oil-switch control bat- 
tery and the field rheostats. 

The principal equipment consists of two 25-cycle, 500-kw 
600-volt rotary converters, which are operated at 500 p.m. : 
two.19,000 volt (or 33,000-volt) to 430-volt step-down trans- 
formers, which are cooled by two blower sets each of 


8000 cu. ft. capacity; aluminum-cell lightning arresters with 


roof-mounted horn-gap switches; H-3 distant-control oil 
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haying the oil orifice below the atomizer orifice and inde- 
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switches, which are operated from a storage battery, and , 
the switchboard equipments. All electrical apparatus for 
the installation was furnished by the General Electric 
Company. 

The switchboard has been designed to care for the feed- — 
ing of four lines from Bridgeport, as follows: two to Villa 
Nova, north-bound and south-bound; one to Penn Street, 
the Norristown end of the bridge, and one to the Norris- 
town Transit Company in Norristown. The last circuit is 
carried across the bridge in a braided weatherproof cable 
which is set on insulators. 

Each pair of rotary converter panels has an astatic 
ammeter, Thomson ammeter, recording wattmeter, relay to 
protect the H-3 oil switch for operating the latter and a 
circuit-breaker and switch. A single Thomson astatic volt- 
meter is carried on a swinging bracket. Each of the four 
feeder panels carries one ammeter, one circuit-breaker and 
one switch. All circuit-breakers on the main board are 
each of 1200-amp capacity. It will be seen from the plan 
of the substation that space has been provided for enlarging 
the high-tension a.c. and the low-tension d.c. ends of this. 
board. 

Separate starting panels are provided for the low-tension 
side of the transformers, including the blower sets. There 
is a’so a storage battery charging panel on which an 
astatic voltmeter and astatic ammeter are mounted. An 
interesting feature is the use of copper buses instead of 
cables from theslow-tension’ side of the transformers to 
the rotary converters and from the latter to the switchboard 


OIL FUEL BURNERS 


At the October meeting of the New York Railroad Club a 
paper on the subject of liquid fuel was presented by W. N. 
Best. Mr. Best stated that one of the greatest abuses of 
liquid fuel is the fact that it is*often used with burners 
that do not thoroughly ‘atomize the oil and evenly distribute 
the heat throughout the firebox or the charging space of the 
furnace. A burner should. really form a fiame to fit thie 
length and width of a furnace as evenly as a blanket covers” 
a bed. It should be capable of atomizing any gravity éf 
fuel procurable in the open market without either clogging 
or carbonizing, no matter whether it be fuel oil of very 
light gravity or crude oil, oil tar or coal tar. A burner is not 
worthy ot consideration unless it enables the operator to 
burn any gravity of liquid fuel, for no manufacturer should. 
pe limited to the purchase of one particular kind of fuel | 
Oll. Pa o a 

A burner wherein the base of the fuel carbonizes over the a 
fuel passage is abso‘utely worthless. A burner should be! — 
of such construction that it can be filed to make a long — 
narrow flame or a broad fan-shaped blaze and each burner ; 
should be thoroughly tested, $0 that when it leaves the shop _ 
where it is made the manufacturer will know that it will fill 
the requirements for which it is being furnished. A burner 


pendent of it renders efficient service because of there — 
being no liability of the oil solidifying or carbonizing over 
the atomizer slot at the nose of the burner. ae ee 
A combustion chamber of adequate proportions for the 
uniting of the air requisite for perfect combustion with the 
atomized fuel before it reaches the furnace proper should 
be used on furnaces. - This prevents oxidization of t 
metal charged in the furnace. It-also aids in forming 
blanket of flame to cover the entire charging space, th 
insuring the even distribution of the flame and heat. 
or compressed air should’ be;used to atomize the oil a 
distribute the heat in the furnace, the pressure vary 
proportion to the size of the urnace. Air at f 
5 02. pressure admitted independently below 
will aid in furnishing the oxygen requis 
combustion, ns. 
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Shop Organization and Maintenance Methods 


Methods and Men for the Inspection and Overhauling of Large Cars in a Small Shop 


BY J. C. THIRLWALL, SHOP FOREMAN BROOKLYN RAPID TRANSIT SYSTEM 


In the Sept. 21 issue of the ELecrric RAILWAY JOURNAL 
the writer discussed the personnel of a shop force for a 
small number of city-type cars. It may prove of interest 
to illustrate in a similar manner the maintenance organiza- 
tion for a road which operates a few modern interurban- 
type cars; that is, heavy high-speed cars, with air brakes, 
multiple-unit type of control and modern motors. 

We will assume a road having ten cars which make on an 
average 200 miles each a day. The total monthly mileage 
of the road will therefore be about 60,000 miles, or 6000 
miles per.car. A working foreman with two assistants and 
one night repairman should be able to do all of the ordinary 
maintenance and repair work on these cars, exclusive of 
heavy damage caused by wrecks, fires or collisions, and 
exclusive of painting or varnishing. As these latter classes 
of repairs are of an exceptional nature, and (with the ex- 
ception of the painting) work that cannot be determined 
in advance for so small a road, they could best be handled 
in the shops of some adjacent railroad, by car builders or 
by contract with local mechanics. 

However, the routine maintenance, consisting of a proper 
inspection, overhauling and repair of the defects of ordinary 
operation, could be satisfactorily cared for by the force 
named at a labor cost of approximately %4 cent per car mile. 
The attainment of this result without lost motion would 
require a scientific adjustment of the work of the individua s 
who composed this force and a rigid policy of bringing in 
cars to the shop upon the specified schedule. This end 
could be accomplished most efficiently as. follows: 

DIVISION INTO OVERHAULING AND INSPECTION DAYS 

The overhauling of the motors, trucks, air-brake and con- 
trol apparatus, doors, gates and bodies should be placed on 
a mileage basis. For modern types of motors, compressors 
and controllers 60,000 miles is not an excessive run to have 
between general overhaulings if the various parts of the 
equipment are properly inspected and maintained between 
such periods. These cars would make this mileage at in- 
terva's of about ten months, and an average of one car per 
month should therefore be overhauled.. This work should 
be divided into four parts, one day per week being devoted 
to the care of (a) motors and trucks, (b) controllers and 
circuit-breakers, (c) air-brake apparatus, and (d) body, 
including doors, gates and body brake rigging. If, for local 
reasons, any particular day of the week, exclusive of Sun- 
days, has an especially heavy traffic, that day should be the 
period for overhauling, as only one car will be in the shop, 
while the rest are free for service. 

This program leaves five days of each week during which 
inspection work can be carried on. If the cars are provided 
-with slack adjusters, as most modern heavy equipments now 
are, they should have no difficulty in running 1200 miles to 
1500 miles between inspections without brake trouble and 
without experiencing excessive defects of any nature. Ona 
total weekly mileage of 14,000 car miles, an average of ten 
cars per week would fall due for inspection, or two cars a 
day, on the foregoing basis. One of these cars should be 
placed over the inspection pit not later than 7:30 a.m., to 
enable the shop force to commence work upon it without 
delay. The second should be brought in by 11 a.m., and it 
should then be possible to return both to service before 
5 p.m. The bringing in of the first car at the time specified 
should be insisted upon, if proper results are to be obtained. 

CHARACTER OF PERSONNEL 

Now, before going into the details of the work to be done 
on the cars, a word as to the individual shopmen is in order. 


The foreman, who should work himself, should be an all- 
around car man and a first-class mechanic. A man who has 
had experience in the shops of some large interurban rail- 
way or other heavy traction system is preferable to one 
who has been trained only in the works of some manufac- 
turing company. He should, moreover, be capable not only 
of repairing any part of the car himself, but also of in- 
structing and developing other men. Such a man should be 
well paid, and on a weekly instead of an hourly or daily 
wage basis. Primarily he should have a thorough practical 
knowledge of the electrical equipment and understand the 
construction and functions of each part of the motors, con- 
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Layout of Maintenance Work in a Shop for Ten Interurban 
Cars 
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trollers, air compressors, governors and air brakes. Thus 
he should know how to grind valves, fit packing rings and 
wind armatures. 

The second man, who would be practically an assistant 
to the foreman, should also be a first-class mechanic and 
preferably one with machine shop training. He should be 
able to handle a lathe or drill press job, do light blacksmith 
or forging work and ordinary woodwork, planing, dove- 
tailing, fitting and glazing. He, too, should be well paid, but 
on an hourly rating. 

The third man need have no special qualifications, other 
than those of the ordinary mechanic, because the foreman 
could quickly instruct him in his specific duties. The night 
man should have enough knowledge of equipment troubles 
to enable him to make ordinary repairs to the operating 
mechanism of the cars where minor defects develop. 

While this number of men could handle the entire main- 
tenance, it would probably be wise to include one extra man, 
on a’small wage, who could be used as a helper on ordinary 
occasions, who would fill temporary vacancies and who could 
be developed as a possible successor for the third man. 

DIVISION OF INSPECTION WORK 

This force would divide the inspection work as follows, 
assuming that on a new road the overhauling would not 
commence for some months, so that the men will have 
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become familiar with the equipment and with each other 
before it need be undertaken: The inspection, which begins 
immediately, should consist in general of the same work as 
discussed in the writer’s article in the Sept. 14 issue of the 
Exectric RatLway JourNAL, but the division of duties 
would be as outlined below. 

One man, preferably the foreman, would inspect and 
place in proper condition the controllers, compressors, brake 
valves and governors, and in addition supervise the work 
of the rest of the force; in particular, he should check the 
brake adjustment (which should be made by the third man) 
just prior to the release of the car for service. 

The third man, in addition to the adjustment of brakes 
and rigging, replacement of brakeshoes, etc., should inspect 
the motors, trolley equipment, fenders or wheelguards, 
trucks and journals and body. He should also do the oiling. 
His repair work would include the tightening of all loose 
bolts, screws, etc., in trucks, bodies or wheelguards, the 
thorough blowing out, cleaning and painting of the motors 
and the replacement of brushes. He should report all 
repair jobs that would occupy any considerable time, such 
as broken glass, defective locks, broken gate parts, motor 
flash-overs, grounded brush holders, etc., to the second man, 
who would make the repairs. 

Under ordinary circumstances, the work on the equip- 
ment should not take these men more than seven or eight 
hours for both cars, leaving them time to clean out the cars, 
wipe off the windows, clean up the shop and make up repair 
material. The bulk of this latter work should be covered 
by the second, or general, man. 

The fourth man, or boy, could be utilized for odd jobs, 
as a helper to the others, in making up a fire when black- 
smith work was to be done, in bringing material or tools to 
the others and in various other ways as directed by the 
foreman. 

INSPECTION OF HEAVY EQUIPMENT 

The inspection practice and methods would not differ 
from those of the lighter weight city cars, except on the 
controllers and air-brake equipment, in regard to which the 
following points will be found useful: 

On controllers of the electro-pneumatic types special 
attention should be paid to the air leakage either at the 
magnets or cylinders, and any signs of leakage should be 
remedied at once. If in the magnet, the adjustment of the 
armature air gap is probably wrong and should be cor- 
rected. If in the cylinder, the packing leather should be 
removed and either replaced or re-lubricated. The squirting 
of oil into cylinders to overcome leakage is poor practice 
and gives but temporary relief. 

The adjustment of the magnets is of equal importance. 
If battery circuits are used, the magnets should be tested 
with sets made up with two fewer cells than those on the 
car, and the magnets should be adjusted to pull on the 
reduced voltage. If the magnets are connected across the 
line, with or without resistance coils, they should be tested 
by introducing additional resistance into the circuit and 
adjusted to work on the reduced current. 

Switch arms and controller frames should be tested for 
grounds at each inspection, and if clear, the frame should 
be temporarily grounded and the switch arms tested again. 
If grounds are shown on either test they should be cleared. 
All arcing boxes, contacts, shunts, arcing horns, blow coils 
and leads should be carefully inspected and placed in first- 
class condition. The controller should be blown out with 
compressed air at each inspection, and the switch arms and 
interlocks should be carefully wiped off with clean, dry 
cheesecloth. The controllers should be run up from the 
master switches at both ends of the car, the reversers 
thrown and the cut-out switches tested. If the cars have 


line switches, these should have the same attention, cleaning 
and tests as the controller itself, and the trip should be 
thrown and reset from the motorman’s reset switch. 


The air equipment inspection should embrace » 


thorough 
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blowing out of the compressor motor and the cleaning of 
commutator and brush-holder insulators with cheesecloth. 
The oiling is particularly important. If the compressor 1s 
in good condition it should not be necessary to fill the crank 
case oiling elbow over half full, because the higher the level 
of oil carried in the crank case the greater is the likelihood 
of oil being thrown past the ring and out into the air piping 
and apparatus. The front armature bearing should be 
refilled at each inspection. The cover of the governor 
should be removed, and all insulators on switches should be 
cleaned off and tested to see that the contacts are in good 
condition. The adjustment should be tested by car gages 
and the gages be compared with each other to note varia- 
tions which would indicate a defect. The brake valves 
should be taken apart, cleaned and lubricated with a light 
oil at each inspection. Olive oil is the ideal lubricant for 
the rotary valve, as it gums less than any other kind that 
has come under the writer’s notice. Cut rotaries should be 
ground off on a facing plate. Brake cylinders should be 
tried for leakage with the brakes applied and the handle in 
“lap” position. If the brakes leak off within fifteen minutes, 
the leather should be replaced and the cylinders re-lubri- 
cated with either vaseline or liquid graphite grease. It is 
good practice to shift the piston around one-quarter turn at 
each inspection to equalize the wear on cylinders. 

The cleaning of the traction motors should include blow- 
ing out with compressed air, wiping off the insulators and 
armature tape band with dry cheesecloth, shellacking both 
and painting the interior of the shell with insulating paint. 
Within the past two years the faithful following up of 
these points on one large road has reduced flash-overs fully 
95 per cent on a certain type of motors which formerly gave 
considerable trouble of that nature, and has greatly aided 
in a total trouble reduction of about 80 per cent on the same 
motors. The point to bear in mind is that nearly all flash- 
overs, grounded brush holders and grounded commutators 
or mica bands are due to dirt or oil or a combination of 
both. A flash under the brushes can produce no serious 
results if all parts are clean and the shells and V-rings are 
covered with a layer of dry insulating paint. If these parts 
are not properly insulated, the flash will usually leap across 
to the shell or V-ring. 

Another point to be remembered is that the amount of 
oil required for the commutator end armature bearing is 
much less than for the one at the pinion end, so that the 
least amount consistent with safe lubrication should be used 
at the commutator end to prevent oil from being thrown 
into the skell onto the brush holders and commutator. On 
motors with oil wells the depth carried should be between 
I in. and 1% in., not higher, though at the pinion end 2 in. 


to 3 in. should be maintained. On motors without oil wells 


1 gill at the commutator end and 2 gills at the pinion end 
should be sufficient to add at each inspection. 

Another item on which a large saving can be made in 
cost of material is on brakeshoes. 
closely and by changing them, when they wear unevenly 
on one wheel, to another wheel, and in particular by 
shifting partially worn shoes from motor trucks to trailing 
trucks, an average percentage of wear of between 70 and 
80 can be obtained, whereas the average practice throughout 


this country is not much more than 50 per cent. A reduc-— 
tion in brakeshoe costs of 20 per cent to 30 per cent will — 
mean a considerable sum of money to any road. Where — 
only four-motor equipments are used and there are no 
trailing trucks on which to wear out shoes it might be 
found advisable to set aside shoes removed when they reach 


a point where they are not safe to run 1200 miles further 


os 


and to apply them to one car which could be brought in 


daily or tri-weekly for special shoe inspection. Of th e 


greatest importance, however, is the proper adjustment | 
brake rigging so that the shoes do not bind on the wh 
‘he location of the slack adjuster port on brake 
should not be less than 5 in. from the pressure he 
a 


By watching their wear 


‘ 
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preferably 6 in. This is necessitated by the fact that the 
piston travel on a heavily loaded car will be from 1% in. 
to 2% in. longer than with a light car. Thus, on a fully 
loaded car the slack adjuster may pull the travel down to 
5 in., and when the car empties there will be but 2% in. or 
3 in. travel, which, if the rigging is worn, may mean that 
the shoes will not clear the wheels. 
OVERHAULING OF HEAVY EQUIPMENT 

The overhauling work, to be done one day per week, as 
indicated in a former paragraph, should consist of the fol- 
lowing: Removal of motors from trucks and armature 
from shell; blowing out and cleaning of all parts of the 
motor; painting of armature, fields and interior of shell 
with insulating paint, and the renewal of tape bands and 
of all motor bearings. The trucks should have all bolts 
tightened, brake rigging taken apart and worn pins, rods 
or levers renewed or repaired. All three men should work 
on this, the second man handling the babbitting, fitting of 
bearings, bushing of worn pin holes in rods or levers, etc., 
while the foreman should personally see that all work is 
properly done and should assist in it himself and devote 
particular attention to the cleaning of armature and brush- 
holder insulators, the renewal of worn leads, etc. 

In overhauling the air-brake apparatus, the second week, 
all operating parts, except the brake cylinder, should be 
removed from the car, including the compressor, governor, 
both brake valves, triple (if used) and feed valves (if 
used). All these parts should be taken apart, and all valves, 
slides, diaphragms, etc., cleaned off. The rotary brake 
valves, if cut, should be faced off on a facing plate. All 
ports both in rotary, seat and body should be washed out 
with kerosene. Feed valves and triples should be treated 
similarly, slide valves faced off if cut, and other valves 
ground in if not making a perfect seat. The governors 
should be cleaned out, and the contacts and insulators 
should receive special attention. 

The cylinders of the compressors and the ports in cylinder 
head should be cleaned out and the suction and discharge 
valves should be ground in to a perfect fit, first with fine 
emery and then with ground glass. The head gaskets 
should be renewed. The piston packing rings should be 
faced off on a block, a tight and even fit being made on 
the walls of the cylinder, and a good all-around bearing 
should be obtained on the walls of the piston groove. This 
work is essential to prevent air and oil backing past the 
rings in service. 

The armature should be removed from the compressor 
motor, blown out and painted with insulating paint, as 
should also the fields and interior of motor case. The 
brush-holder insulator should be cleaned off and shellacked. 
The brake cylinder non-pressure head and piston should be 
removed, the cylinder cleaned out and re-lubricated with 
114 lb. of vaseline or a like amount of Emery lubricating 
compound. The soaking of old leathers which appear dry 
and hard in this compound will often soften them up and 
extend their life very much. 

This would be the heaviest day’s work of the month for 
three men, but they should without question be able to do 
all of the work suggested. If assisted by a fourth man, 
there should be no. difficulty in having the car ready for 
service again the same night. 

In the third week the overhauling of the controller and 
of the circuit-breaker or line switch should be undertaken. 
Two men should be able to disassemble all parts, renew all 
worn pieces, clean off all insulators, are chutes, cylinders, 
magnets, air ports, etc., shellac or paint all parts, including 
leads and blow coils, tighten up all connections and lead 
terminals, renew worn contacts and leave the controller in 
first-class operating condition. If batteries are used, the 
- elements should be removed from cells, both elements and 
cells washed clean, the electrolyte renewed, defective plates 
- replaced, all straps and connections placed in good condition 
and the boxes cleaned and painted. The line switch or 
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circuit-breaker should have the same thorough cleaning and 
repairs as the controller, and the trip should be adjusted 
to open on the assigned amperage, a test being made with 
a water rheostat. 

Special points to be observed on the electro-pneumatic 
types of control are the lubricating of packing leathers and 
cylinders, the cleaning and adjustment of magnets and the 
cleaning and shellacking of switch arm insulators. All 
packing leathers should be replaced with others which have 
been soaked twenty-four hours in neatsfoot oil and then 
treated with Emery lubricating compound, which should be 
worked into the pores of the leather by hand. The walls 
of the cylinder should receive a very thin coating, by hand, 
of the lubricating compound. No free oil should be placed 
in the cylinders. The air gap on magnets should be tested 
with special gages and adjusted properly, and magnets 
should pull on 25 per cent less voltage, line or battery, than 
they should normally receive in service. 

The body should receive special attention the fourth 
week. This should include all the details that cannot be 
covered at ordinary inspections, such as putting door sheaves 
and tracks in good condition by replacing axles, bushing 
the sheaves, tightening up tracks, hanger bolts, straighten- 
ing bent gate bars, bushing or renewing worn gate castings, 
renewing rotted or broken trolley boards, recaning seat 
cushions or backs, examining and repairing all body brake 
rigging to eliminate lost motion due to worn pins, levers 
or rods, washing off the exterior of the car and thoroughly 
cleaning the interior trim and varnish. 

If these points are followed up conscientiously the equip- 
ment should be maintained in a high state of efficiency so 
far as ordinary defects of operation are concerned. The 
total cost per car mile for labor and material should not 
exceed I cent and might be lower; it should be if the 
equipment is comparatively new. 

On larger roads the cost should be proportionally less. 
For instance, with forty cars making the same individual 
mileage, eight cars a day would fall due for inspection and 
one car a week for overhauling. Four men as inspectors, 
with one extra man as a general repairman and a laborer 
to clean up the shop and bring material to other men, should 
be able to cover the inspection end, and three men as an 
overhauling crew could cover the work of this larger shop. 
These nine men, with a foreman and night repairman, 
would make a force less than three times the size of that 
required for the smaller road, but it could handle four times 
as much work. 

In the second case, however, a different arrangement for 
bringing in the overhauling car could be made. Each car 
should be in from 8:30 a.m. to 5 p.m. daily for a week at 
a time, giving the three men eight hours a day to work upon 
it. One day should be sufficient for the trucks and motors, 
one day for the bodies and one for the controller. Two 
days could be spent on the air apparatus and the sixth 
devoted to any details that could not be covered earlier in 
the week. This arrangement would give to the force a 
regular daily schedule and would leave the car available 
for service during morning and evening rush hours. 

Of course, in every shop the mileage shown and the num- 
ber of cars handled will vary from the figures quoted. 
What the writer has iried to bring out, however, is that, 
whatever the local conditions, an arrangement can be made 
whereby a fairly even and definite amount of work on the 
equipment per diem can be provided for the shop force, by 
bringing the cars in on a regular schedule, based primarily 
on the amount of work they do, but which should be so 
modified as to give the men, so far as possible, the same 
number of cars a day to handle. Only by so doing can 
real efficiency and economy in car maintenance be secured, 
for unless the repair men have an opportunity to arrange 
their work to the best advantage over the entite day, the 
lack of organized effort is certain to involve lost motion 
and incomplete inspection. 
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NEW YORK SUBWAY PLANS DESCRIBED BY PUBLIC 
SERVICE COMMISSION 


A booklet describing the “Dual System of Transit for 
New York City” has been isused by the New York Public 
Service Commission, First District. Some of the points 
mentioned, bearing on the projected rapid transit improve- 
ments, are as follows: 

“During the year ended June 30, 1911, the period at 
which the dual system was planned, the rapid transit lines 
and ferries carried 924,058,050 passengers, divided as fol- 
lows: Interborough Rapid Transit Company—subways, ele- 
vated roads, 578,154,088; Hudson & Manhattan Railroad, 
52,750,434; Brooklyn Union Elevated Railroad System, 
167,371,328; East River ferries, 23,460,000; municipal ferry 
to Staten Island, 10,540,000; Hudson River ferries, 91,776,- 
200. The need for additional rapid transit is shown by the 
fact that all of these avenues of transportation were con- 
gested during the rush hours and that the congestion is 
increasing from year to year. 

“Within five years it is expected that the dual system 
will be completed in all its parts. When completed the 
rapid transit facilities of the city will have been more than 
trebled. During the year ended June 30, 1911, shortly after 
which the construction of the new system was begun, the 
existing rapid transit lines carried 798,281,850 passengers. 
The new dual system will have a capacity of upward of 
3,000,000,000, although it is not expected that such capacity 
will be demanded immediately upon the completion of the 
system. 

“The combined trackage of the existing lines (including 
7.1 miles of the Hudson & Manhattan Railroad) amounts 
to 303 miles of single track. To this will be added by the 
new lines of the dual system 334 miles of single track, mak- 
ing a new system with 637 miles of single track. 

“The new subways will show great improvements over 
the existing subway in many details. All stations upon the 
new subways will be located on straight stretches of track, 
and so far as possible sharp curves will be avoided. 

“Another feature of the existing subway which has been 
found inferior is the placing of four tracks in one tunnel. 
The commission’s engineers believe they have greatly simpli- 
fied the problem of ventilation by constructing the new sub- 
ways with separate tunnels, so that the passage of trains 
will produce a piston action. 

“Another feature of the existing subway which causes 
some discomfort is the high temperature prevailing during 
the periods of maximum operation. It is the theory now 
that if less waterproofing were used the walls of the sub- 
way would allow more of the heat to escape. Accordingly, 
in the new designs waterproofing is provided only in cases 
where it is absolutely needed to keep out water, and that is 
mainly over the roof, under the floor of the subway and 
along the sides in places where the road runs below 
water level. 

“All the new subways also will be larger than the first 
one. In the case of the Fourth Avenue subway in Brooklyn, 
the Centre Street loop in Manhattan, the Boadway and 
Fifty-ninth Street subway in Manhattan, and other subways 
to be operated by the Brooklyn Rapid Transit Company 
the difference will be considerable. The first subway has 
a height of 12 ft. 10 in. above the base of the rail and has 
a width of about 12 ft. 6 in. for each track. The Brooklyn 
Rapid Transit subways will have a maximum height of 15 
ft. above the base of the rail and a width of 14 ft. for each 
track, a minimum height of 13 ft. 2 in. and a minimum 
width of 13 ft. 6 in. 

“Plans for the subways to be used for the Interborough 
Rapid Transit Company were originally made according to 
these dimensions, but when the arrangement was made to 
connect certain of the new subways with the existing sub- 
way, all to be operated by one company, it became evident 
that it would be useless to have part of the system of large 
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bore and part of smaller diameter. The plans, therefore, 
were changed so as to make the dimensions of the new 
subways for the Interborough Rapid Transit Company ap- 
proximately the same as those of the existing subway. 
Accordingly they will be built with a height of 13.2 ft. 
above base of rail and a width of about 13 ft. 6 in. for each 
track. That is, the two-track subway will be 28.5 ft., the 
three-track subway 42 ft. and the four-track subway 55.5 ft. 
wide. 

“Station platforms in the new subways will be long 
enough to receive ten-car express and six-car local trains 
“Reinforced concrete will be used extensively in con 
struction, While the framework of the subways will be 
of steel, the walls and partitions will be made of reinforced 

concrete. 

“Another change will be the introduction of double-decked 
subways. This type has been resorted to for a considerable 
portion of the Lexington Avenue subway; in narrow streets 
it is more economical to build the local tracks on one level 
and the express tracks in a tunnel directly below them than 
to put all four tracks on a level and pay for the private 
property which it would be necessary to encroach upon. 

“Tn the new tunnels under the East River and the Harlem 
River footpaths will be provided. 

“The Public Service Commission has also profited by the 
experience of the original subway builders in regard to the 
inconvenience caused property owners by the construction 
of subways in busy streets. There will be no repetition of 
the long stretches of open cuts, such as marked the bui'ding 
of the present subway in Forty-second Street. Only in the 
outlying districts, where traffic conditions will permit, will 
there be any open-cut work allowed, and then only after 
the engineers of the Public Service Commission have satis- 
fied themselves that such open cuts will not work unreason- 
able hardships to owners of property. 

-“The new elevated railroad construction also will show 
marked improvement over the type heretofore used in New 
York City. The elevated structures will be more sightly, 
and the roadbed so built as to make the operation of trains 
less noisy. In certain places, like the Queens Boulevard in 
Queens Borough, where the city authorities are striving for 
beauty effects in street construction, the elevated structure 
will be of ornamental design. 

“Few persons realize the extent of the pre'iminary work 
for the building of rapid transit railroads. The steps neces- 
sary from start to finish are as follows: (1) preliminary 
survey of streets to be traversed; (2) preparation of route 
maps and resolutions; (3) application to and approval by 
Board of Estimate; (4) consent of property owners or of 
Appellate Division; (5) survey of surface and subsurface 
structures; (6) preparation of contract p!ans; (7) prepara- 
tion of form of contract; (8) public hearing on form of 
contract; (9) approval of form of contract by corporation 
counsel; (10) advertisement for and receipt.of bids; (11) 
acceptance of bids and submission to Board of Estimate for 1 
approval and appropriation; (12) execution of contract and 
commencement of work; (13) preparation of working plans 
and preparation of steel plans; (14) preparation of record 
plans; (15) arbitration of disputed items of cost. 

“Preliminary surveys are made by the engineers of the 
Public Service Commission. Then it is necessary to take — 
photographs of the street and the structures standing along 
the street before work begins, so that the contractor may be — 
held to a restoration of the surface as it was before work — 
began, and also that property owners may not successfully 
prosecute unjustifiable claims on account of damages. __ 

“To safeguard the city’s interests the commission’s engi- 
neers not only do inspection work on the ground, but 
also sent to distances to inspect the steel and cement. 

“The commission employs an engineering depa: 
under its chief engineer, which at the present time 
bers more than 600 employees—including engine 
men, architects, clerks and stenographers.” — 
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British Investigation of Rail Corrugation 


This Is an Interim Report, Based Upon an Elaborate Series of Tests—The Committee Does Not Agree with the German 
Investigators that Corrugation Exists on Rails as Received from the Mill 


The Municipal Tramways Association of Great Britain 
has been conducting an elaborate study into the causes of 
rail corrugation and the possible remedies of it, and a 
report of its committee on this subject was presented at the 
convention of the association at West Ham, Sept. 25-27. 
The committee consisted of twenty members, of whom 
fourteen were railway men and six were outside engineers. 
The committee has been engaged upon its investigations 
for a number of years and has been in special activity 
since February, IgII. 

A feature of the work of the committee was a series of 
extensive experiments to determine the movement of the 
cars on track and other facts which might have a bearing 
upon the general subject. Some of these tests were con- 
ducted by the committee and others by individual members 
of the committee. An account follows: 


TESTS CONDUCTED 


In one experiment a jet ot white liquid was discharged 
from a nozzle fixed at the front end of the truck of-a single- 
truck car, and a jet of red liquid was discharged from a 
nozzle fixed at the rear end of the truck. A measurement 
of the records left on the pavement by these jets gave 
information as to the movement of the truck, wheels and 
axles relative to the track. The records thus obtained 
appeared in the report and their significance was discussed 
by the committee. 

In another experiment a pad of felt to which a supply 
of white oil-paint was fed was pressed lightly against each 
rear wheel. In this way a film was left on the track, and 
it was possible in many cases to produce artificial corruga- 
tions in the paint film apparently identical in every respect 
with actual corrugation marks produced under working 
conditions, In some cases, however, there were corruga- 
tion marks in the paint where there were none in the rail. 

In another experiment a single rubber stud was set into 
each wheel tire and, as it made contact with an ink or paint 
pad, each revolution of each wheel was marked on the 
track. On other roads a hard steel sharpened stud to 
mark the rail was used instead of the rubber stud. The 
records thus obtained with each wheel of the car were 
compared to determine the extent of slip and skid of wheels 
on straight track and curved track, with power and without 
power, etc. Records thus obtained are shown in the report 
and proved in the opinion of the committee that slip and 
skid are taking place continually on all wheels under all 
conditions, even on a car in which an especial effort has 
been made to have all four wheels brought to the same 
diameter and where the car is being driven on a straight 
track. In one test of this kind carried out in Glasgow, 
where one wheel was 1/16 in. less in circumference than 
the other three, it was found that at no time, while the car 
was being driven by its own motor, did any of the wheels 
cover a distance equal to their circumference, although 
when the car was being hauled as a trailer the smallest 
wheel of the four covered the required distance almost 
exactly. The committee concludes, therefore, that there is 
always a certain slip going on between the wheels and the 
rails even under very best of conditions as regards mating 
of wheels. 

In another test two small hard steel studs were placed 
in the curve of each rail at exactly right angles on straight 
track or exactly radial on curves. These studs were de- 
pressed by the wheel flanges and completed an electric 
circuit, making a record on a traveling sheet of paper. By 
this device the position of the axles in regard to the track 


would be recorded as each car passed the studs. The 
apparatus for this test was not completed in time for the 
committee to give results. 

Another test was to loosen a section of rail on a curve 
and one on straight track to ascertain’ the effect of a loose 
rail. Another was to remove the lip of a section of rail 
on straight track and on a curve. Neither of these showed 
any apparent effect as regards corrugation, except that in 
Manchester the removal of the lip on the outside rail on a 
curve seemed to increase the corrugation. 

A test made by allowing cars to coast over specified 
lengths of curved and straight track which was already 
corrugated was found to reduce the corrugation on the 
straight track but did not seem to have any definite result 
on curved track, In another test the gage of the track in 
sections of corrugated track was tightened and loosened, in 
each case }4 in. In the case of the tight gage the effect 
was marked, particularly on curves, where the outer rail 
became more corrugated and the corrugations changed their 
form, being at right angles to the gage edge instead of 
sloping backward from the gage edge. On the widened 
section of track the corrugations seemed at first to grow 
less but afterward became more pronounced. 

Another interesting experiment, which was conducted on 
the lines of the London County Council Tramways, was 
that of making oblique cuts across the tread of the corru- 
gated rail. These cuts were % in wide, 1/16 in. deep and 
3 in. pitch, and they sloped at an angle of 60 deg. in the 
direction of traffic. Two 45-ft. rails were treated in this 
way, and before they were cut one rail was ground free 
from all corrugations while the other was left corrugated. 
The rails were closely watched, but no effect was apparent. 
In the rail which was ground before being cut the corruga- 
tions reappeared after two months, and in the other rail 
the corrugations became slightly less. 

In another test a car was driven along some new track 
by means of the rear motor alone, and the wheel brakes 
were applied to the front wheels. Very distinct markings, 
which bore a decided resemblance to corrugation, were left 
on the rails. 

Tests were also conducted upon the character of the 
metal at the crests and the hollows of corrugated rails. 
Strips of metal cut vertically from the tread of the corru- 
gated rail showed in the internal portions of the head an 
average of twenty-eight points on the scleroscope, while 
on the surface of the crests the average was thirty-five 
and at the hollows thirty-three. This indicated that the 
surface was harder than the body of the rail and that the 
crests were slightly harder than the hollows. Acid tests 
on the surface of the corrugated rail also showed that the 
surface of the crests was harder than the surface of the 
hollows, but this condition did not exist to a greater depth 
than ¥% in. 

FINDINGS IN REGARD TO CORRUGATION 


As the result of its investigations, the committee arrived 
at the following interim findings: 

“Corrugation occurs very widely on systems with elec- 
trically self-propelled rolling stock, the construction of 
which necessitates a relatively low center of gravity, also 
on cable systems and to a relatively small extent on steam 
railways. 

“The check or guard is not a necessary factor in the 
production of corrugation. 

“On almost every system it occurs abundantly at places 
where the brake is very seldom applied and is not any more 
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frequent or pronounced at places where the brakes are 
regularly applied, as at stopping places. It may be con- 
cluded that the great bulk of corrugation is not due to any 
action of the brake. 

“The occurrence of corrugation is not dependent on the 
number of cars which have passed over the rai.s. 

“It is not necessary that the track or the rolling stock or 
the wheel profiles should be in a worn or defective condi- 
tion in order to produce corrugation. With all these factors 
in excellent condition, a car traveling with power under 
ordinary conditions will readily produce corrugation. 

“Corrugation appears on the rails independently of 
whether the wheels are being actively driven by the motors 
or not. The committee is of opinion that the explanation 
of this may be the slip and skid taking place owing to the 
different diameters of the wheels, which difference largely 
results from the unequal wear produced by the relative 
difference in speed of the two motors. 

“Corrugation produced by one set of cars may be entirely 
removed by another set of cars running in p‘ace of the 
first. {t may also be caused and removed by the same set 
of cars under apparently the same conditions. 

“The pitch of corrugation is independent of the speed 
of the cars producing the same. 

“Corrugation does not exist on tramway rails as received 
from the rolling mills. 

“Corrugation has been produced by every known type of 
electric car, and the pitch and characteristics are inde- 
pendent of the type of such car producing the corrugation. 

“It is suggested that the brightness of the crests of cor- 
rugation, as compared with the comparative dullness of the 
hollows, is due to a purely rolling action under increased 
pressure over the crests, and that other portions of the 
rail are not subjected to a purely rolling motion but to the 
action of slipping or skidding, alternating with the rolling 
motion; hence their dull appearance. 

SUGGESTED MEASURES FOR THE MITIGATION OF CORRUGATION 

“The committee considers that its investigations have 
produced ample evidence that the force or forces responsi- 
ble for the reaction between the wheels and rails which re- 
sults in rail corrugation are external to the rail. It is 
realized, however, that while rails rolled to any known 
specification are affected to a certain degree by this reaction 
some are not affected to the same extent as others. 

“The committee, therefore, concurrently with this in- 
quiry, has paid close attention to the question of securing 
a rail steel of such physical character as to resist the 
tendency to corrugate and so alleviate to a certain extent 
the serious trouble pending the completion of the inquiry. 

“From evidence collected, coupled with the actual ex- 
perience of the members of the committee on their own 
systems, the committee is of opinion that a steel for rails 
can be obtained which is more durable and less liable to 
the development of corrugation than the ordinary varieties 
of steel at present in use. 

“At the same time, the committee realizes the impossi- 
bility of attempting to prescribe a standard analysis, on 
account of the different results obtained by the different 
processes of manufacture and the varied compositions used 
by individual manufacturers with the same process. It is 
found that a rail steel which has merely an increased 
carbon content is not sufficiently durable for this purpose; 
it is necessary that the rail should be both hard and tough. 

“The steel for this purpose should be relatively high in 
manganese, carbon and silicon, and should be capable of 
passing the following physical tests: Tensile test, not less 
than 50 tons per square inch; elongation, 12 per cent on 
2 in. tup test, with rails similar to B. S. section, No. 4, 
1 ton fal'ing 15-ft. deflection not more than 1% in. Brinnel 
impression test, 50 tons on ball 19-mm diameter, impression 
not to exceed 3.5 mm. Curving test, rails to withstand a 
test curve of 20-ft. radius, either inward or outward, with- 
out fracture.” 
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EXPERIMENTS RECOMMENDED AND INFORMATION 
REQUIRED 

The committee suggests further experiments and addi- 
tional information as follows: 

Tests to be made of the amount and period of torsion 
on the axles of cars. 

Tests to be made of the amount and period of the torsion 
in the wheel. : 

The vibration on the rail and foundations to be analyzed. 

Continue Experiment No. 4, already described. In this it 
is proposed to place two small steel studs in the groove of 
each rail exactly at right angles on the straight or radially 
on acurve. These are depressed by the wheel flanges and 
each one makes a separate record electrically on a revolving 
sheet of paper, thus establishing the relative position of the 
axles with regard to,the track. The speed will also be 
recorded on each ‘sheet. 

Tests to be made of the relative speeds of the two motors 
on a car and the manner in which any difference is com- 
pensated for or adjusted under service conditions. 

The effect of altering the center of gravity of the car to 
be investigated. 

Further experiments to be made on the lines of the Leeds 
and Glasgow tests with retarded wheels. 

Records to be kept of the profiles and diameters of suc- 
cessive sets of worn wheels on a car in relation to the posi- 
tion of the two motors on that car. 

Information to be obtained as to what effect the springs 
of the car have on the production of corrugation. 

That the advisability of acquiring a complete set of in- 
struments which will record all car movements simulta- 
neously be considered. Such apparatus could be passed on 
from one system to another. The records could be readily 
compared and they could be all obtained by one operator. 

In view of the considerable use now being made of 
micro-photography in the investigation of the minute physi- 
cal structure of metals, the committee advises that the 
fullest advantage be taken of this science in the further 
investigation of the corrugation phenomena. ° : 

APPENDIX 

The report contains as an appendix a bibliography of 
the subject and also a large number of charts and halftone 
illustrations showing the results of the tests conducted. 


FURTHER 


QUESTIONS OF THE C, E. R. A, A. 


C. M. Witt, auditor Indianapolis, Newcastle & Toledo 
Electric Railway and secretary Central Electric Railway 
Accountants’ Association, has issued the following queries 
for Bulletin No. 4. They were published under date of 
Oct. 20: 

QUERY BOX BULLETIN NO. 4 

(1) To what account should be credited the rental re- 
ceived from a news and candy stand using a certain portion 
of a waiting room in a building rented from month to _ 
month by the traction company? 

(2) To what account should be credited the rental re- 
ceived for a news and candy stand in the waiting room of — 
a building owned by the traction company ? 3 
(3) What is the proper method of handling scrap mate- 
rial? Should the account affected be credited at the time 
of the accumulation at the present market price or handled — 
at the end of the year? 2 ‘ 

(4) To what account should maintenance of trainmen’s 
club rooms be charged? nit 


(5) How does the State Tax Board arrive at taxation 
of electric railways? a tb ‘i 


ae 


The West Hartlepool (England) Tramways, h 
owned by a private company, has been taken over 
municipality. The system is 7 miles long. sy 


OcTOBER 26, 1912.] 


WASTE SATURATING AND RENOVATING PLANT AT 
THE CHICAGO RAILWAY SHOPS 


The mechanical department of the Chicago Railways 
Company has recently changed its method of saturating 
waste. Originally this work was handled at the various 
carhouses, substations and generating plants. This method 
was not considered economical, and the fact that a large 
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entirely surrounded with steam-pipe coils which keep the 
oil in a fluid condition at all times. This hot oil not only 
reduces the time required to saturate waste but results in 
better saturation. 

In preparing to renovate old waste three barrels of car 
oil are turned into one of the tanks. After this is properly 
heated 100 Ib. of old waste is put into the oil and allowed 
to soak from fifteen to twenty minutes. At the end of this 
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Details of Chicago Railways’ Waste-Saturating Plant 


number of proper installations at these points would be 
expensive led to a decision to prepare all waste at a cen- 
tral point. In addition to saturating new waste, the ques- 
tion of renovating and resaturating old waste was carefully 
considered. As a result of this investigation a plant has 
been installed at the Chicago Railway shops on Fortieth 
Avenue between Lake Street and Washington Boulevard 


View of Plant Showing Two-Compartment Tank 


which not only prepares all the new waste used by this 
company but restores old waste to a usable condition. 
The plant consists of a two-compartment tank, each 
tank being 34 in. wide, 30 in. deep and 12 ft.in length. One 
compartment is used for renovating old waste and the 
other for saturating new waste. The tank has been in- 
stalled so that the uppermost portion of the drip rack is 
slightly above the workman’s waist line when he stands 
on the footboard. As is shown in the illustrations, it is 


time the man in charge of the plant works the waste back 
and forth through the oil with a pitchfork. This operation 
continues about two or three minutes, and then the waste is 
thrown on the drip rack, where it is allowed to drain for 
twenty minutes. At the end of this time it is ready for 
use and is deposited in cans used for transporting it to 
various stations on the system. 

When new waste is saturated five barrels of oil are 
turned into the other compartment and 400 lb. of new wool 
waste is thrown into the tank, where it is allowed to soak 
for half an hour. At the end of this period the waste is 
thrown on the drip rack and allowed to drain for fifteen 
minutes, when it is ready for use. The size of the rack is 
such that 75 Ib. of saturated waste can be placed on it to 
drain at one time. One man is able to prepare all the 
waste used by the Chicago Railways Company and prepares 
about 800 Ib. of renovated waste and a similar amount of 
new waste in a nine-and-one-half-hour day. 

It is evident to those familiar with the old method of 
preparing waste that the time required is greatly reduced. 
Heretofore this company saturated all waste at the various 
stations in cold oil. The new waste was allowed to soak in 
the oil about forty-eight hours before it was placed in the 
drain tank, where it was allowed to remain twenty-four 
hours, thus making the total time three full days. Under 
the present method it will be noted that the time required 
to prepare either new or old waste is less than one hour. 
Not only is the time reduced but the cost of saturation is 
reduced about 500 per cent, and at the same time the waste 
is saturated better. Probably the largest item of economy 
gained from employing a plant of this character will be 
found in the renovating of old waste which originally was 
discarded. The saving not only includes the waste but a 
Jarge proportion of oil. Under the new system the me- 
chanical department estimates that it will be unnecessary 
to buy any new wool waste for several years. It also plans 
to reclaim the babbitt which is usually found in the caked 
portions of old waste. After a certain amount of old waste 
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has been cleaned the oil will be taken from the old-waste 
compartment and the sediment removed. This sediment 
will be placed on a large piece of sheet steel and the oil 
burned out of it. The sheet-steel table will be so arranged 
that as the oil burns the babbitt will be melted and allowed 
to run into a mold at one end. Similar systems are em- 
ployed by several of the large steam roads and the babbitt 
saving feature is considered one of the most economical 
features of the plant. 

The Chicago Railways plant has been in service only 
two months, but it can be seen that great economies are 
possible. For instance, the oil required to saturate 1 lb. of 
new waste is 0.35 gal. and that required to saturate old 
waste is 0.035 gal. This shows a saving of 93 per cent. 
The labor cost in connection with the new system is almost 
negligible, being 3 mills per pound of waste handled. The 
plant itself is comparatively inexpensive and expert labor 
is not required in its operation. 


AN EFFECTIVE SERVICE VOUCHER 


The Sand Springs Railway, Tulsa, Okla., of which T. H. 
Steffens is traffic manager, uses the form of three-coupon 
service voucher reproduced in the accompanying cut. The 
service voucher is made in three slips in book form, each 
book containing fifty vouchers which are numbered con- 
secutively. The left-hand stub is retained by the foreman 
for his record. The center ticket is filled in by the foreman 
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AND SPRINGS INTERURBAN RAILWAY CO.—SERVICE VOUCHER 


. (Give Full Name as written in Time Book) _ 
is entitled to Service Voucher for work performed under my supervision in month of 


191__ as stated below: 
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ASSOCIATION OF AMERICAN ELECTRICAL ENGINEERS’ 
CONVENTION 


The fifth annual convention of the Association of 
American Railway Electrical Engineers was held at the 
Auditorium Hotel, Chicago, Oct. 21 to 25 inclusive. The 
convention program included the following: Report of 
committee on installation of wiring for electric light and 
power in railway shops; report of committee on shop prac- 
tice; report of committee on specifications for rubber- 
covered wire, and a paper on “Electric Traction” by N. W. 
Storer. 

In connection with the convention the Railway Electric 
Supply Manufacturers’ Association gave an exhibit on the 
ninth floor of the Auditorium Hotel. About fifty com- 
panies participated. 


PLAN TO RESTORE CROSS-TOWN TRANSFERS IN 
NEW YORK 


The surface railways of the borough of Manhattan, New 
York, have arranged among themselves to restore free 
transfers between the north and south lines and the Fifty- 
ninth Street line by about Nov. 1, subject to limitations, and 
have asked in return that the Public Service Commission 
rescind its order for the granting of free transfers at 151 
points in Manhattan and the Bronx and the discontinuance 
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Three-Part Service Voucher of the Sand Springs Interurban Railway 


to show the amount of time and any deductions, etc., that 
may have been made during the month. After this is done 
the ticket is sent to the general office in a separate envelope. 
The stub or identification slip is handed to the employee 
who has signed his name and with this he applies to the 
general office for his time. The check is then taken up by 
the cashier and that portion of the voucher which had been 


sent to the general office is attached and a check is made out: 


for the amount shown. It will be seen that the most impor- 
tant feature of this voucher is the fact that the employee 
has no opportunity to change the figures or amounts. 


CONVENTION OF KANSAS ASSOCIATION 


The annual convention of the Kansas Gas, Water, Elec- 
tric Light & Street Railway Association was held at 
Manhattan, Kan., Oct. 17 and 18. About too electrical 
men were present. The officers elected for the ensuing 
year were as follows: President, L. O. Ripley, Emporia; 
vice-presidents, A. L. Newman, Arkansas City; J. H. 
Rothert, Junction City, and A. H. Purdy, Topeka; secre- 
tary-treasurer, W. H. Fellows, Leavenworth. Executive 
Committee—B. F. Eyer, Manhattan; W. Patton, Topeka ; 
C. L. Brown, Abilene; J. D. Nicholson, Newton; W. E. 
Sweezey, Junction City. 

President-elect Ripley is vice-president and general man- 
ager of the Kansas Gas & Electric Company, which serves 
Wichita and Newton. 


of the legal proceedings in relation to this order. James L. 
Quackenbush, counsel for the New York Railways, made 
the offer at a recent hearing before the commission, at 
which Commissioners Maltbie, Eustis and Williams were 
present. The idea is that the Second Avenue Railroad, the 
Third Avenue Railway and the New York Railways should 
give transfers to the Fifty-ninth Street crosstown cars of 
the Central Park, North & East River Railroad and accept 
transfers from that company. The distribution of the fares 
between the companies is to be a matter for their own 
determination. The New York Railways will not honor a 
transfer issued originally by the Third Avenue Railway or 
the Third Avenue Railway one issued by the New York 
Railways. The only exception to this rule of keeping the 
transfer privilege within the cars of the company receiving — 
the original fare is in the case of the Second Avenue Rail- | 
road. - This company has only one line on the East Side, 
and in order to bring it within the transfer arrangement it 
has been agreed that a passenger on the Second Avenue 
Railroad after using the crosstown line may continue his 
journey from Columbus Circle either by the Third Avenue 
Railway’s Broadway cars or by the New York Railways’ 
Eighth Avenue cars. Passengers paying their fare to the 
Vifty-ninth Street line originally will have free transf 
either north or south on any line, but as at present proj 
this transfer will not entitle them to another tra 


another crosstown line., The hearing has been 
until Noy. 7, 1912, ; > 
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MR. WHITRIDGE DISCUSSES LABOR AGREEMENTS 


F. W. Whitridge, president Third Avenue Railway, 
was visited Oct. 23 by a committee of employees of the 
Yonkers Railroad and Westchester electric railroads, of 
which he is also president, to discuss a labor agreement. 
Mr. Whitridge has had a report of the conference printed 
and issued in circular form. From it the following report 
of the meeting is taken: 

Mr. Lange, a conductor on the Yonkers Railroad, an- 
nounced the purpose of the visit in the following words: 
“The joint conference board would like to make a request 
of you. We men of the city of Yonkers would like to ask 
a joint conference of both committees.” 

Mr. Whitridge: ‘Are you all here now?” 

Mr. Lange: “We are all here except our international 
officer. We would like to have the international officer in 
the conference.” 

Mr. Whitridge: “Do I employ him?” 

Mr. Lange: “No, sir.” 

Mr. Whitridge: “I do not care to see anybody except 
whom I employ. Gentlemen, I have had a good many 
interviews with people in Yonkers, officials and men, and 
the interviews have always been misrepresented. I have 
therefore asked this morning two stenographers to be 
present to make a record of what is said.” 

Mr. Lange then explained that the delegates were mem- 
bers of Divisions 490 and 498 of the Amalgamated Associa- 
tion of Street & Electric Railway Employees of America 
and had called to arrange for a working contract between 
these divisions and the officers of the company. 

The conversation then continued. 

Mr. Whitridge: “Contract with whom?” 

Mr. Lange: “With you, representing the Third Avenue 
system that controls it.” 

Mr. Whitridge: “Who is going to be the other party to 
the contract?” 

. Lange: “The employees of the company.” 

. Whitridge: “Haven't you got a contract now?” 
Mr. Lange: “No.” 

. Whitridge: “By virtue of your employment?” 

. Lange: “No, sir; there is no contract.” 

. Whitridge: “Well, then, as I understand you, you 
want to make, instead of the ordinary terms of employment, 
a written contract with each employee of the system?” 

Mr. Lange: “No, sir; we want to make a contract with 
the association that makes up the employees of the system.” 

Mr. Whitridge: ‘“‘What is the association?” 


Mr. Lange: “The association is the Amalgamated Asso- 
ciation of Street & Electric Railway Employees of 
America.” 


Mr. Whitridge: “A pretty large order for you people. 
You run all the railroads in America, do you?” , 

Mr. Lange: “We are one of the local organizations of 
that great body.” 


Mr. Whitridge: “You are a local organization of some 


lodge?” 

Mr. Lange: “No.” 

Mr. Whitridge: “What is the contract you want me to 
‘make ?” 


Mr. Lange then submitted the memorandum of the agree- 
ment proposed. After he had read it, Mr. Whitridge became 
interested in local No. 490 and asked what it did. Mr. 
Lange replied: “Why, the association improves their work- 
ing conditions as to hours and wages, takes care of them 
when they are sick and disabled and unable to work; when 
they die provides a respectable burial, and when sick pro- 
vides a certain amount of money, according to the length 
of membership.” 

Mr. Whitridge then asked: “How about your finances? 
How much money have you got in your treasury?” 

Mr. Lange said: “In our treasury in Yonkers about 


i $1,900.” 
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Mr. Whitridge then referred to a circular which he had 
sent to every employee of the two companies in the last few 
days, describing the benefit association of the Third Avenue 
Railroad, to which the employees of the Westchester and 
Yonkers lines are now eligible. He explained the free 
medical service and the sick and death benefits and that the 
association now had a fund of $50,000 which was invested 
in New York City bonds. He continued then in part as 
follows: 

“We are fellow servants, you and I, of this company, 
and it is our duty, as I take it, to do what can be done 
to promote the interests of that company as well as our 
own interests. I am not in a position to make any such 
contract as you ask for at all, and I never expect to be 
in any such position. The organization which you rep- 
resent and to which you belong is an unincorporated organi- 
zation. It is, therefore, irresponsible, and from what I 
have heard of it, it is incoherent. I might be willing to 
say to you that if you incorporate your union and make me 
a member of it, let me see that your money is honestly 
expended, | may do something with it, but I do not suppose 
you will do that. I cannot allow you to go away with any 
misapprehension as to the fact that an agreement with an 
unincorporated, irresponsible and incoherent organization is 
one which I, as superintendent of the affairs of this com- 
pany, cannot possibly contemplate at any time making. If 
anybody has at any time ever said that such a thing is 
possible, I want you to dismiss it from your minds. In 
addition to that, there are a number of things in that con- 
tract, aside from the impossibility of making any agree- 
ment, as I say, with an irresponsible party—there are a 
number of things in that contract which are per se im- 
possible. ’ 

“The conditions of service, my service, Mr. Maher’s 
service, Mr. Sutherland’s service and your service, are 
embodied in the law of the land and the conditions laid 
down by the company. I will go into partnership with 
nobody with respect to the administration of this prop- 
erty. I have had an idea at some time of some profit- 
sharing arrangement, but it is too soon to talk about 
that; but under no circumstances will I enter into any 
other kind of partnership than that. I have given you 
one instance which is enough to show the impracticable 
character of the agreement. If you want to run the road 
under those conditions, I have told Mr. Sutherland a dozen 
times, ‘I wish to Heaven that the people of Yonkers would 
raise some money and buy the road.’ It is for sale; it is not 
profitable to the system. Why don’t you raise some money 
and buy the road? If you cannot raise the money to buy 
it, get some people together and make a lease and run your 
own road. ; 

“But for the reasons which I have thus briefly indicated, 
it is not possible for me to make any agreement of the 
character proposed. The particular agreement which you 
offer me is ridiculous on its face. That is all I have to 
say, gentlemen.” 

Mr. Lange then asked Mr. Whitridge if he refused to 
enter into a contract with the Amalgamated Association. 
Mr. Whitridge replied, “Absolutely.” 

Mr. Lange then commenced to quote the names of other 
railway companies which had such agreements, but to this 
Mr. Whitridge replied: “I do not care to discuss those 
things. I am familiar with the literature of this business. 
I do not want to be piggish, but my mind is shut. There is 
no use talking or arguing about what some other person 
somewhere e'se has done. I am always open to you, ready 
to attend to any complaint. If there is anything I can do 
to promote your welfare, I will cheerfully do it, but I am 
manager of this company and you are my servants, as I am 
the servant of the company. The conditions of your service 
are laid down for you in the beginning by the law. 

“That is all I have to say. I am sorry that I cannot meet 
your wishes, but it is impossible.” 


920 


INDIANA RAILROAD COMMISSION REPORTS ON _IN- 
TERURBAN BLOCK SIGNALS 


The Railroad Commission of Indiana, assisted by M. H. 
Hovey, block signal inspector, has concluded an interesting 
and important ten days’ conference with the officials and 
managers of each road separately in going carefully over 
tracks and dangerous conditions on all the interurban rail- 
roads in the State. This was done with a view to making 
a final order about block signals, under the provisions of 
the block signal act passed by the last General Assembly. 
After due consideration the commission found that the 
following lines could either be relieved from block sig- 
naling or the time extended: 


Indianapolis & Louisville Electric Railway. 

Bluffton, Geneva & Celina Traction Company. ' 
Cincinnati, Lawrenceburg & Aurora Electric Street Railroad. 
Evansville Public Utilities Company. 

Evansville, Suburban & Newburg Railway. 

Fort Wayne & Springfield Railway. 

Marion, Bluffton & Eastern Traction Company. 
Muncie & Portland Traction Company. 

Toledo & Chicago Interurban Railway. 

Winona Interurban Railway. 

Southern Michigan Railway. 

Evansville Railways. 

Indianapolis, New Castle & Toledo Electric Railway. 
Goshen, South Bend & Chicago Railroad. 

St. Joseph Valley Railway. 

Gary & Southern Traction Company. 


The commission has heretofore approved the installation 
of automatic blocks on the following roads: 


Terre Haute, Indianapolis & Eastern Traction..........-+++++ 15 miles 
Insane Union /lcaction Compaty ys seas 6 cine nico cies vices ate sin pic's 18 miles 
Indianapolis & Cincinnati Traction Company (Manual Dis- 
DALCHEL Sea DLOCK Ws wr srece oy cis Garereie waa lev alieya ara svois lee ia eyelet via teeralate ely 18 miles 
FL OtA Ha rateteie tial gialais <i ieierer etiarsiers slain ec love re¥e: aye lov eieesiete sveraree, cee nome 51 miles 


The commission has now ordered to be installed by 
July 1, 1913, blocks of the Simmen system on the Indian- 
apolis & Cincinnati Traction Company’s lines, 83 miles, and 
the following automatic blocks: 

Indiana sy Union Ml raction: (Compan vines icsciat siele rele! sleisieta'sleisiors s1e.0'e oa 30 miles 


CHHTOM a tactic @IRAll WAY dicia a> sto. clene cieeiat ote is. stars sievaucie tee crecherevequolelens 7 miles 
Louisville & Northern Railway & Lighting Company........... 4 miles 
Indianapolis, Columbus & Southern Traction Company.......... 21 miles 
Fort Wayne & Northern Indiana Traction Company........... 25 miles 
Chicago, South Bend & Northern Indiana Railway........... 10 miles 
Chicago, Lake Shore & South Bend Railway..........eeeeeeees 12 miles 
Terre Haute, Indianapolis & Eastern Traction Company...... 30 miles 
ialparaisoy cea Northerm i Rall wa yume soseeiiecis is s'c isnot me wine cts 3 miles 

cL teal teats, ere alein cats, Wola wrereinte o exatack loMetate slaroe ele M VIee sors Bore tee els é 142 miles 


otal 
Added to blocks already installed and approved, grand total.276 miles 


The above list includes all of the traction lines of the 
State except the Kokomo, Marion & Western Traction 
Company, which is to be inspected and order hereafter 
made. The commission reports that “it is interesting to 
note the development of block signaling under the com- 
pulsory block signal law of Indiana. In 1907 the steam 
railroads had blocks of all kinds, automatic and manual, 
amounting to 22 per cent of their entire mileage in this 
State. 
by the commission additional blocks amounting in all to 
42 per cent of their mileage. Generally in the United 
States 40 per cent of the mileage on steam lines ‘has 
block signals. The 1907 act did not apply to interurban 
railroads. The act of 1911, effective April 10, 1911, and 
requiring blocks in operation by Jan. 1, 1912, did apply. 
The interurban mileage in 1911 in the State of Indiana was 
1958.36. Deduct from this that portion of the lines run- 
ning through cities, not to be blocked, and we estimate a 
mileage of 1500 which could be blocked. 

“The mileage of blocks now in operation and to be in 
operation by July 1, 1913, ordered by the commission, 
amounts to approximately 18 per cent of this mileage.” 

At this rate of progress the commission expects that all 
the mileage necessary to be blocked will have block signals 
in operation in less than three years. 


The employees of the Beaver Valley Traction Company 
held a picnic and field meet at Junction Park, New Brighton, 
Pa., recently. Prizes were awarded by W. H. Boyce, super- 
intendent of the company, to the winners of the athletic 
events. 
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CENTRAL ELECTRIC RAILWAY EQUIPMENT REGISTER 


The Central Electric Traffic Association has recently 
issued an official interurban railway equipment register 
showing the car numbers, length, dimensions, cubical capac- 
ity and marked capacity of freight cars used to transport 
freight under lawful tariffs. This register was issued un- 
der the auspices of twenty-seven interurban railway com- 
panies which are members of the Central Electric Traffic 
Association. A. L. Neereamer, secretary of the Central 
Electric Railway Association, has received power of attor- 
ney to act for these companies in filing the register with 
the Interstate Commerce Commission. The benefits derived 
from a register issued by the traffic association are found 
in the fact that none of the companies has a great number 
of freight cars, but under the requirements of the Inter- 
state Commerce Commission the register must be printed, 
listing the cars by number, class, description, dimensions 
and capacities. 

If each railway company should attempt to comply with 
these requirements. the expense of a register would be 
considerably more to each road than if it was published 
under the auspices of the traffic association. By giving 
Mr. Neereamer the power of attorney to act for each | 
company the cost of printing and filing has been reduced to 
a minimum. This register, being the first, required con- 
siderable time and work in its compilation, but future cor- 
rections can now be made in a very short time and at very 
little expense. In preparing it a number of the roads 
found that their freight equipment had never been listed 
nor had they a record of its dimensions or capacities. In 
preparing the information for the register they now have 
desirable data for their own use. 


DES MOINES T-RAILS WITH FILLER AND STRETCHER 
BLOCK 


The Des Moines (Ia.) City Railway is using for stand- 
ard track construction in paved residence streets having 
ordinary traffic the combination of materials shown in the 
accompanying drawing. 

The foundation for this track consists of 6 in. of con- 
crete below 5-in. x 7-in. x 7-ft. oak ties spaced 2-ft. 
centers, with 2 in. of concrete above the ties and a I-in. 
sand cushion for the paving. The rails, which are the 
Lorain 80-335 section, 7 in. high, with 6-in. base, 2%-in. 
tread and 7/16-in. web, are connected every 6 ft. by 5/16- 


Devil Strip 


Paved by City 


; a 1'Sand 
x7 Oak Oushion 
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T-Rail with Filler and Stretcher Block, as Laid in Des 
Moines, Ia. — 


in, x 2-in. tie rods. The interesting feature of the paving 
is the use of the Nelsonville (Ohio) Brick Company’s — 
filler and stretcher blocks in connection with the T-rail. 
‘The filler blocks are 2 in. x 5 in. x g in. and the stretche 
blocks 3% in. x 4 in. x 9 in. in size. Pitch filler is 
for the joints between them. The other paving used 
the street is of cement-grouted brick, 4 in. deep, as sh 
in the illustration. ; ane 
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News of Electric Railways 


Augusta Strike Settled 


Late on the night of Oct. 18, 1912, the announcement was 
made that both the employees of the Augusta-Aiken Rail- 
way & Electric Corporation, Augusta, Ga., and the officers 
of the company had agreed to accept without arbitration cer- 
tain findings and recommendation of the mediation board 
representing the citizens of Augusta, and that certain other 
questions not agreed to would be submitted to arbitration. 
As a result all of the cars of the company were manned on 
Oct. 19, 1912, with old employees, except in the cases of 
twenty-three men whose status with the company is to be 
determined by the board of arbitration. In connection with 
the matter of arbitration it has been decided that the com- 
pany shall select two arbitrators, the men two, and that 
those four shall select a fifth. There remained on Oct. 19 for 
the mediation board the investigation of the cases of three 
employees, in which the board will decide whether or not 
they are proper subject matter for arbitration. Upon con- 
clusion of this the board of mediators will ask to be dis- 
missed. Under the terms of agreement between the board 
of mediators and the employees, and the board and the com- 
pany, the names of thirty-five men were submitted to the 
board by the company as having charges preferred against 
them. By provisions of the agreement the board investi- 
gated those charges, finding in certain cases that the charges 
were “of sufficient gravity to warrant a hearing before a 
board of arbitration,’ and in other cases finding that the 
charges did not warrant a hearing. The mediation board 
sent to arbitration twenty-three cases, and found in the cases 
of twelve men that the charges were not well founded. 

The points which have been agreed upon follow: 

“First—Cash returns of conductors at end of runs shall be 
counted immediately and receipt thereupon issued for the 
exact amount. 

“Second—The day’s work for motormen and conductors 
shall remain as at present. 

“Third—The wage scale shall be increased 2 cents per 
hour, effective Nov. I, 1912, the minimum wage thereafter 
being 17 cents per hour and the maximum 22 cents per hour. 

“Fourth—The company shall recognize the Amalgamated 
Association of Street Railway Employees No. 577, but no 
written contract is to be entered into between the two 
parties. 

“Fifth—Both parties agree that the recommendations and 
findings of the mediation board and the arbitration board 
to be hereafter selected, to consider and pass upon certain 
points which have been submitted to arbitration, shall have 
the binding force and effect of a moral agreement to Jan. I, 
1914. LA 

“Sixth—The question of ‘bad faith’ under the heretofore 
existing contract, which was terminated at the time of the 
strike, does not enter into the findings of the board, nor is it 
in any way considered in this agreement. 

“Seventh—Grievance committees representing the Amal- 
gamated Association shall be heard by the proper officers of 
the company, provided specific complaints are furnished and 
the complainant is always present with the committee when 
the complaints are presented and heard. 

“Righth—For its part the Amalgamated Association 
agrees that there shall be no ‘closed shop’ under this agree- 
ment and the findings of the mediation board; that the com- 
pany shall be free to employ union or non-union men, but 
that it shall in no way discriminate against union men or 
encourage the growth of any independent or non-union or- 
ganization within the ranks of its men. 

“Ninth—The company agrees, on its part, to this ‘open 
shop’ arrangement and binds itself not to discriminate 
against its union employees or permit their affiliation with 
the union to militate against them in any way. 

“Tenth—The cases of Bracknell, Young and Reeves are 
to be presented by both sides to the mediation board for 
investigation, and the said mediation board is then to deter- 
mine whether or not said cases are proper subjects for arbi- 
tration; but should the board so decide, it shall be left to the 
discretion of the company whether or not it shall accede to 
the board’s recommendation with reference to these cases.” 


Upon the matters at issue where arbitration has been con- 
sented to it has been mutually agreed by the company and 
the men as follows: 

“I. The company shall submit to the said mediation board 
its list of the striking trainmen who are under charges and 
for whose permanent discharge the company contends; 
the mediation board shall consider and pass upon such 
charges, to the extent of saying whether or not they are of 
sufficient gravity to warrant a hearing before a board of 
arbitration. 

“2. All such cases passed upon for arbitration before the 
mediation board shall be submitted to a board of five arbi- 
trators, two to be selected by the company, two to be se- 
lected by the Amalgamated Association, and these four to 
agree upon the fifth arbitrator. 

“3. All men decreed to be under charges by the mediation 
board from the list furnished it by the company and finally 
passed upon by the said mediation board shall remain out of 
the service of the company and not be permitted to return 
to work unless and until reinstated by the board of arbi- 
tration after a proper hearing, and those men reinstated, if 
any, shall be paid for full time lost from Saturday morning, 
Oct. 19, I9I2. 

“4. All other trainmen not under charges shall return to 
work at the usual hour Saturday morning, Oct. 19, 1912, and 
shall report to the officers of the company this, Friday, af- 
ternoon and evening, Oct. 18, 1912, to be listed up for 
service; and all strike breakers shall forthwith be removed 
from the cars. 

“5. The question of whether or not in the future the dis- 
charge or indefinite suspension of trainmen shall be sub- 
mitted to arbitration upon the demand of the discharged or 
suspended employees shall also be submitted as a question 
for arbitration to the said board of arbitrators which hears 
the cases of the men under charges. 

“6, It is specifically understood and agreed that the board 
of arbitrators shall be constituted as follows: The company 
to select two, the trainmen, or their representatives, to select 
two, and these four to select the fifth, and that this board 
of arbitrators, so constituted, shall pass upon both questions 
above set forth and make its award as promptly as possible, 
which shall be binding both upon the company and the 
trainmen until Jan. I, 1914.” 


Cost-of-Living Inquiry in Interest of Milwaukee Employees 


The Milwaukee Electric Railway & Light Company, Mil- 
waukee, Wis., has had Bert Hall, its welfare secretary and 
the secretary of the mutual benefit association, conduct an 
inquiry among its employees into the cost of living with 
the idea of securing information and data from which if 
possible to evolve a plan of benefit to the men. R. B. 
Stearns, vice-president and general manager of the com- 
pany, has explained the purpose of the inquiry as follows: 

“The high cost of living prompted us to direct Mr. Hall 
to secure statistics regarding the average consumption of 
food by the families of our employees. Our object was the 
development of some practical means of reducing this con- 
dition. We have for the present divided the problem into 
two parts, the cost of production on our own lands and the 
cost of distribution. 

“The company has many acres of land lying adjacent to 
its tracks in the outskirts of the city and along the interur- 
ban rights-of-way, and we are planning to develop this land 
if investigation shows it will be practicable. We have plenty 
of time to make our decision in this matter, as we shall not 
be able to till the land until next spring. 

“The plan of distribution through expert buyers will no 
doubt first be put into operation. This plan involves, 
among other things, the purchase of food in large quantities, 
the elimination of all expense possible, such as waste due 
to decay, expenses of delivery and of numerous handlings, 
insurance on stock in inflammable structures, interest and 
middlemen’s profit and accurately determined relation be- 
tween quantities purchased and quantities sold, involving 
the allotment of definite quantities at specific times to indi- 
vidual consumers. ; 
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“Mr. Hall’s report deals with conditions as he found them 
after visits to the homes of the employees. It shows, 
among other things, the average amount of potatoes, fruit, 
flour and other commodities consumed during a year by 
the employee’s family, besides the fuel consumption, etc. 
We would rather not make this report public until we have 
taken definite steps toward consummation of our plan. 

“The company also has under consideration the installa- 
tion of lunch counters at outlying points, either operated by 
the company or the concession to be leased upon the basis 
that any profits originating from this source shall belong 
to the Employees’ Mutual Benefit Association. We believe 
that a higher grade of food can be supplied over such coun- 
ters than can be obtained at counters located at the same 
points and conducted by outsiders.” 


Progress at Toledo 


Whether the Toledo Light & Railways Company will 
spend the $2,000,000 appropriated for improvements will, it 
is said, depend upon the possibility of securing an exten- 
sion of the franchise from the city. About one-half of the 
amount appropriated for improvements will be used to 
establish a new generating station. The extension of the 
lines and the re-routing of cars also depend upon whether 
the city grants the company a new franchise. It is stated 
that the franchise negotiations will be resumed at an early 
date. 

An ordinance was enacted by the City Council recently 
providing for the payment to the company of $84,874, 
due for street lighting. The city, however, is withholding 
$70,219 which, it is claimed, is due from the company for 
street improvements and, in addition, $5,486 interest. An 
agreement between the city and the company in regard to 
these items was reached some time ago. 

The company has filed two suits in the United States 
District Court at Toledo against Internal Revenue Collec- 
tor William V. McMaken, to test the manner of collecting 
the United States corporation tax. The company claims 
that certain exemptions were not aliowed to it and that, 
as a result, it paid $3,302 in excess in 1909 and $2,248 in 
IQTO. 


Arbitration Award in Massachusetts 


The board of arbitration, composed of F. H. Dewey, presi- 
dent of the Worcester (Mass.) Consolidated Street Railway; 
Dr. John W. Goughlin, Fall River, Mass., and William P. 
Hayes, Springfield, Mass., which has been considering the 
question of the wages to be paid the employees of the 
Worcester Consolidated Street Railway and the Springfield 
Street Railway, has reported in part as follows: 

“Tn the matter of the arbitration between the Springfield 
Street Railway and the Worcester Consolidated Street Rail- 
way and their employees, the duly appointed arbitrators, in 
accordance with the provisions of an agreement entered into 
between the Springfield Street Railway and the Worcester 
Consolidated Street Railway, parties of the first part, and 
the conductors and motormen and other employees of said 
companies mentioned in said agreement, parties of the sec- 
ond part, which agreement is dated June 14, 1912, submit the 
following report: 

““The arbitrators find that the cost of living has materially 
in-reased during the last two years and that the financial 
condition of the companies warrants an increase of wages to 
their employees. We further find that after continuous em- 
ployment for three years conductors and motormen have 
attained that degree of efficiency in the performance of their 
duties which should entitle them to receive the maximum 
rate of wages fixed by the scale hereafter stated. We, there- 
fore, decide and award that the scales of wages to be paid to 
the conductors and motormen employed by said companies 
shall be as follows, to become effective from June 1, ror2: 

““Springfield Street Railway.—Day rates: First six 
months, $2.30 a day; second six months, $2.40 a day; second 
year, $2.60 a day; third year, $2.70 a day; fourth year, $2.85 
a day. ; 

““Worcester Consolidated Company.—Hour rates: First 
six months, 23 cents an hour; second six months, 24 cents 
an hour; second year, 26 cents an hour; third - 


ar, 27, cents 
an hour; fourth year, 28% cents an hour. 
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“We decide and award that the other employees of the 
said companies involved in this agreement shall receive an 
increase of 10 per cent on the rate of wages paid to them 
on June I, 1912, to become effective from that time. 

“<Nothing contained in this award relative to increasing 
the wages of employees other than conductors and motor- 
men shall in any way interfere or work against the usual 
and natural promotion and increase of wages to which they 
become entitled individually from time to time by reason of 
their time of service or increased efficiency. Local working 
conditions now prevailing shall continue except that where 
such employees are now working more than ten hours for 
a day’s wages, additional proportional compensation shall be 
paid for all time in excess of ten hours a day. Where such 
employees are now working less than ten hours for a day’s 
wages additional proportional compensation shall be paid 
for all time in excess of the working day heretofore ex- 
riequiba kone te 

The scale of wages previously in effect follows: First six 
months, $2.20 a day; second six months, $2.30 a day; second 
year, $2.40 a day; third year, $2.45 a day; fourth year, $2.50 
a day; fifth year and thereafter, $2.67% a day. 


Detroit Suburban Fare Case Heard 


The case of the city of Detroit against the Detroit United 
Railway, in which it is endeavoring to force the company 
to carry passengers to the new city limits on the Jefferson- 
Grand River line for one fare, was heard by the Supreme 
Court at ‘Lansing on Oct. 15, 1912. Fred A. Baker, counsel 
for the company, contended that the company is operating 
on Grand River Avenue beyond the boulevard under a fran- 
chise granted by Greenfield Township before it became a_ 
part of the city and that the same is true of that portion of 
Fairview taken into_the city since the franchise was granted. 
He argued that the-city of Detroit has no authority to alter 
the terms of these franchises, and that to alter them would 
abridge the rights of the townships in that residents of the 
townships would not be able to ride as far for a 5-cent fare 
as at the time the franchises were granted, since they would 
be forced to leave the cars at the present city limits. 

Mr. Baker contended that the acts of the Legislature au- 
thorizing the annexation of the parts of the townships and 
stipulating that the city ordinances should apply to that ter- 
ritory do not apply to the street railways. The annexation 
of the new territory did not give the company the right to 
extend its lines to the city limits. 

Justices Moore and Brooks asked Corporation Counsel 
Lawson, who represented the city, if he had an answer to 
make to this argument. Mr. Lawson did not attempt to 
reply at this time, but opened his argument by saying that 
it is incumbent upon the company to so operate its lines as 
to avoid riots such as were caused by its action with respect 
to Fairview. Mr. Lawson -referred to a case at Tacoma, 
Wash., where a suburb known as Fern Hill was annexed to 
the city and the street railway was required by the Supreme 
Court to charge one fare where it had formerly collected 
two. He asserted that the Fern Hill case was exactly the 
same as the Fairview case. Mr. Lawson argued that as the 
company kad accepted the ordinances of Detroit and made 
all the company’s lines a part of the system, there was no 
question that the city had a right to make reasonable regu- 
lations, and this was a reasonable one. 

Mr. Baker asked to be permitted to present statistics to 
show how many people are carried in the townships. He 
said that many of the passengers never travel in the city, and 
that they would be affected by the ordinances of the city if 
they are substantiated. He held that the enforcement of — 
the judgment, as rendered by the Wayne County Circuit 
Court, would violate the Constitution of the United States 
in two particulars. In presenting this view, he said: =a 

“The grants made by the township of Greenfield, by the 
township of Grosse Pointe and by the villages of Grosse 
Pointe and Fairview, which are now the property of the 
respondent, were binding contracts before the time the 
Legislature of Michigan passed the acts above mention 
extending the territorial limits of the city of Detroit into 
township of Greenfield and into the village of Fairview 
the township of Grosse Pointe, and if said acts of t! 
iature are so construed or applied as to affect the c 
then the acts of the Legislature are in conflict with 
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vision of the Constitution of the United States that no state 
shall pass any law impairing the obligation of contracts, and 
said acts are also in conflict with the provisions of the Four- 
teenth Amendment of the Constitution of the United States, 
that no state shall deprive any person of life, liberty or 
property without due process of law nor deny to any person 
within its jurisdiction the equal prote_tion of the laws.” 

The present case was started in 1910, when the city asked 
the Circuit Court of Wayne County to issue a write of man- 
damus to compel the company to charge one fare on its Jef- 
ferson-Grand River line. The mandamus was granted by 
Judge Hosmer. The city claimed the Detroit United Rail- 
way demanded of passengers upon Jefferson Avenue, east of 
St. Jean Avenue, within the city limits, an extra fare fot 
each passenger, and demanded a 5-cent fare, and refused to 
sell workingmen’s tickets upon that part of its line operating 
upon Grand River Avenue lying northwest of the boulevard 
and within the city limits. 


Settlement of Market Street Track Controversy Effected in 
San Francisco 


The differences between the United Railroads, San Fran- 
cisco, Cal., and the city over the rights to the outer street 
car tracks on lower Market Street, San Francisco, were 
settled on Oct. 14, 1912, by unanimous vote of the Board of 
Supervisors. The plan of settlement is to ask the Supreme 
Court to affirm the judgment of Judge Seawell and add 
a modification agreed upon by both parties. This modifica- 
tion is set forth in a resolution which has been adopted by 
the board. The plan of settlement accomplishes the points 
desired by both parties in the operation of both the Sutter 
Street cars of the United Railroads and the municipal rail- 
way cars to the ferry terminal. In a communication ad- 
dressed, on Sept. 21, 1912, to the Board of Supervisors the 
United Railroads urged a renewal of negotiations to bring 
about the dismissal of all pending litigation between the 
company and the city, provide for the joint use of poles and 
tracks in lower Market Street by the United Railroads and 
the Geary Street, Park & Ocean Municipal Railroad and 
make possible the extension of the Geary Street road to the 
ferry without further legal contest. The company called 
attention to the proposals and counter proposals exchanged 
between it and the city last June and said that, while it was 
ready to accede to the propositions as finally outlined, it 
had not yet received an answer from the city. The resolu- 
tion for the settlement as adopted on Oct. 14 follows in 
part: 

“The Sutter Street Railway will consent to an affirmance 
by the Supreme Court of the State of California of the judg- 
ment of the Superior Court of the city and county of San 
Francisco. in the case of the people of the State of Cali- 
fornia ex rel. D. S. O’Brien vs. the Sutter Street Railway, 
which judgment was rendered on Nov. 24, 1911, and entered 
on Jan. 9, 1912, said judgment to include a modification of 
the judgment of the Superior Court by adding after the 
words ‘from maintaining or operating a street railway on 
Market Street or any part thereof from the city front to 
Sutter Street’ the words ‘except as such street railway may 


and shall be maintained and operated by defendant, Sutter 


Street Railway, or its assigns, in accordance with the terms 
of the stipulation entered into between the parties as fol- 
lows?’ 

“The United Railroads waiving its right to object to the 
use of Market Street from Geary Street to the city front 
and hereby consenting to the operation of the Municipal 
Street Railway on Market Street. 

“The Sutter Street Railway and the city and county of 
San Francisco, through its municipal street railway, to have 
joint ownership and use of the outer tracks and overhead 
equipment on Market Street from Sutter Street to the city 
front upon payment by the city of one-half of the cost of 
construction of said outer tracks and overhead equipment, it 
being understood and agreed that each of the parties to the 
agreement shall be liable and shall pay one-half of the value 
of maintenance, repair and replacement of said outer tracks 
and overhead equipment after joint operation shall have 
commenced. Said value to be determined by a representa- 
tive of the railway, who shall, in the event of a disagree- 
ment, select a third party to act as arbiter, it being agreed 
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that in no event shall the city pay more than $25,000 for its 
half interest. At the expiration of the privilege herein 
granted to the Sutter Street Railway the said railway shall 
receive from the city 50 per cent of the value of its one-half 
interest in said tracks and equipment, said value to be de- 
termined in the same manner as the present determination 
is to be arrived at. 

“The Sutter Street Railway is hereby granted the privilege 
to operate over the outer tracks with electricity by means 
of the overhead trolley system to and including Nov. 14, 
1929. The Sutter Street Railway agrees that it will not 
operate any cars over said outer tracks other than those now 
regularly operated on Sutter Street, or such other cars as 
the Board of-Supervisors may, by ordinance, permit to be 
run. The time schedule and rights-of-way of the Sutter 
Street cars on Market Street and the United Railroads’ cars 
on Kearny Street at the intersection of Geary Street and 
at the intersection of Market Street to be settled by agree- 
ment between the superintendent of the Sutter Street Rail- 
way and the United Railroads on the one hand and the su- 
perintendent of the Municipal Street Railway on the other, 
and in case of disagreement the two to select a third person 
to act as arbitrator. 

“The city and county of San Francisco will have the right 
to string its wires for the operation of the cars of the Mu- 
nicipal Street Railway on Market Street from Geary Street 
to the city front upon the poles of the United Railroads 
without any charge or compensation therefor. 

“The electric current made use of from the United Rail- 
roads by the Municipal Street Railway to be paid for by the 
city and county of San Francisco in proportion to its use. 
In arriving at the charge for current, the car miles operated 
over the joint tracks will be multiplied by the number of 
kilowatt hours per car mile by these cars, and the product, 
in turn, multiplied by the price per kilowatt hour, which 
will be the cost price to the United Railroads. If this ex- 
ceeds the price paid by the city for street railway purposes, 
the United Railroads will base its charge upon the same 
price as that paid by the city. 

“Transfers to be exchanged under proper restrictions, at 
the intersection of the Municipal Street Railway with the 
Divisadero and Fillmore lines of the United Railroads. 

“The cars of the Municipal Street Railway will run 
through to the city front upon the tracks to be constructed 
on Market Street, from Kearny Street to Sutter Street and 
thence upon Market Street from Sutter Street to the city 
front upon the so-called outer tracks heretofore constructed 
by the Sutter Street Railway. 

“It is understood and agreed by the Sutter Street Railway 
and the United Railroads on their part that this agreement 
shall cover the loops at the city front. 

“The city and county to have the right to operate its Mu- 
nicipal Street Railway upon Point Lobes Avenue over the 
tracks of the United Railroads when it so desires upon the 
payment of an equal proportion for the cost of construction 
of the tracks and appurtenances used by such railways 
jointly.” 


Plans for Completing the Norwich, Colchester & Hartford 
Traction Company’s Line 


MacArthur Brothers Company, New York, N. Y., and 
Allen & Peck, Inc., Syracuse, N. Y., with some of their 
associates, have entered into a preliminary contract with 
the projectors of the Norwich, Colchester & Hartford 
Traction Company, Norwich, Conn., looking to the build- 
ing, equipping and operation of the proposed line of rail- 
way. Certain mutual undertakings are involved which, 
upon their conclusion, will give to the residents of Nor- 
wich, Hartford and intervening towns a much-needed ave- 
nue of communication. Experts have investigated the 
matter and all questions as to cost of construction and 
the results of operation have, in the opinion of the new 
interests, been satisfactorily settled. 


Electricity on the Whitestone Branch of the Long Island 
Railroad.—The Long Island Railroad has completed the 
work of equipping its Whitestone branch with electricity 
between Winfield Junction and Whitestone Landing, a dis- 
tance of about 9 miles. 
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Accident to the Worcester Plant.—One person was killed, 
two persons were seriously injured and traffic was sus- 
pended for two hours as the result of an accident to one 
of the boilers in the Fremont Street power plant of the 
Worcester (Mass.) Consolidated Street Railway on Oct. 
Q, 1912. 

Prospects for Extensions to New Columbus Subdivisions. 
—E. K. Stewart, generai manager of the Columbus Rail- 
way & Light Company, Columbus, Ohio, has announced in 
reply to an urgent request for an extension to a new al- 
lotment that owing to the fact that the company is oper- 
ating on a very low fare not many extensions can be built, 
especially where it is known in advance that they will be 
unprofitable. 

Suit to Compel Compliance with Commission’s Order.— 
The Public Service Commission of the Second District of 
New York has directed its counsel to bring suit against the 
Newark & Marion Railway, Newark, N. Y., to recover penal- 
ties prescribed by law for failing to obey the order of the 
commission requiring the company to operate an oil-burning 
locomotive upon its railroad, 8.47 miles in length, extending 
from Newark to Marion. 

Damages from Electrolysis Alleged in Trenton.—The 
City Commissioner of Trenton, N. J., has adopted a resolu- 
tion authorizing Commissioner Fell to employ any neces- 
sary assistance to ascertain the cause and the extent of the 
damage alleged to have been done to the city’s property 
in North Clinton Avenue by the return system of the Tren- 
ton & Mercer County Traction Company, and has em- 
powered City Solicitor Bird to begin such legal proceedings 
as he deems advisable to recover damages. 


Made-in-Nashville Celebration—On Oct. 25, 1912, the 
next-to-last day in “Board of Trade Week” in Nashville, 
Tenn., the Nashville Railway & Light Company aided in the 
celebration. During the afternoon several hundred members 
of the Nashville Board of Trade and their guests boarded 
made-in-Nashville cars provided by the company for a tour 
of the city. “Board of Trade Week” was arranged to bring 
all the merchants and manufacturers of the city together in 
mutual interest. The motto of the board is “Nashville 
Offers Opportunity.” 

Chicago City Council Declares Itself in Wage Contro- 
versy.—At a recent meeting of the Chicago City Council a 
resolution was introduced urging the board of arbitration 
which is to consider the question of the wages of the em- 
ployees of the Chicago City Railway and the Chicago Rail- 
ways to give “careful heed to the demands of said em- 
ployees for an increased wage scale, and the City Council 
hereby declares that in its judgment the railway companies’ 
employees are entitled to an increase in wages.” A copy 
of the resolution was forwarded to the board of arbitration 
by the city clerk. 


Electrification of Boston & Providence Railroad Form- 
ally Approved.—The stockholders of the New York, New 
Haven & Hartford Railroad, which leases the Boston & 
Providence Railroad, at the annual meeting of the com- 
pany on Oct. 23, 1912, adopted a resolution approving the 
execution of an agreement dated July 11, 1912, between the 
Boston & Providence Railroad, the Old Colony Railroad 
and the New York, New Haven & Hartford Railroad look- 
ing to electrification and double-tracking of the Boston & 
Proyidence Railroad. The stockholders of the Boston & 
Providence Railroad had previously authorized the expendi- 
ture of $8,000,000 in this work. 


Appointment of Attorney for Transit Commission in 
Philadelphia—John G. Johnson has been appointed by 
Mayor Blankenburg of Philadelphia attorney to draft the 
necessary legislation to be introduced in Harrisburg at the 
next session to authorize the construction of the rapid 
transit facilities in Philadelphia found necessary by the re- 
port of A. Merritt Taylor, transit commissioner, when 
that is rendered. Mr. Johnson has consented to give his 
service for this work without charge to the city. His ap- 
pointment is part of the general scheme for transit im- 
provement being carried out by Mr. Taylor, who is also 
giving his services without financial reward. 

Long Island Railroad Reduces Club Car %2:*.—The Long 
Island Railroad has announced that, effect). ' 


| inal Nov. 15, 
1912, it will reduce from $130 to $100 its mionihiy 


charge, 
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exclusive of regular transportation for each passenger, for 
a club car for the exclusive use of a party to make one 
regular electric train round trip, daily, except Sunday and 
legal holidays, between Flatbush Avenue, Brooklyn, and 
Arverne, Far Rockaway, Lawrence, Cedarhurst, Wood- 
mere and Hewlett. It will on the same date discontinue the 
present special-car service and make a charge of $200 for 
a club for exclusive party service for the same time under 
the same conditions as in the other instance for regular 
train service between Jamaica and Roslyn, Sea Cliff, Glen 
Cove, Locust Valley and Oyster Bay. 

Inquiry in Regard to Railway Equipment and Supplies.— 
An American consul in Germany reports to the Bureau of 
Foreign and Domestic Commerce, Department of Commerce 
and Labor, Washington, D. C., that a German agent for 
the sale of mechanical specialties, whose business covers a 
large territory, desires to be placed in touch with Ameri- 
can manufacturers who desire to establish an agency in 
that country for their patented railway devices and special- ~ 
ties suitable for installation on German steam or electric 
railways or on any of the rolling stock, machinery or appa- 
ratus connected therewith. Correspondence should be in 
German. The number given to the inquiry by the Bureau 
of Foreign and Domestic Commerce is 9715. This number 
should be used in applying for addresses, 


Demurrer by City Sustained in Milwaukee Fare Case.— 
Judge E. Ray Stevens of the Dane County Circuit Court in 
a decision on Oct. 12, 1912, which sustained a demurrer by 
the city to the answer of The Milwaukee Electric Railway & 
Light Company, overruled the constitutional point raised 
by the company, in which it was contended that the State 
Railroad Commission could not regulate rates in Milwau- 
kee. The company urged that the 1900 franchise created a 
binding contract between the city and the company rela- 
tive to fares, which, under the Constitution, cannot be im- 
paired by legislative enactments. In sustaining the de- 
murrer the court held that the franchise was not a con- 
tract, and the fare, in consequence, could be regulated by 
the Legislature through the commission without contra- 
vening the constitutional provision. 


Compromise Offer in St. Paul—Horace Lowry, general 
manager of the St. Paul (Minn.) City Railway, has made a 
compromise offer to the Board of Aldermen in which it is 
provided that the suits by the city against his company 
which followed orders by the Council for the company to 
extend its lines on Front, St. Clair and Maryland Streets be 
dropped. The suits are set for trial in the District Court 
Oct. 30. Another suit is pending in the United States Su- 
preme Court and will be reached in about a year. Mr. 
Lowry proposed to extend the lines so as to give additional 
service along Maryland and Front Streets and then build a 
new extension, which has not been ordered, in the Payne 
Avenue district. The matter was referred to the committee 
on streets. The suits now pending were begun by the 
city after the railway failed to comply with the Council or- 
ders for extending the lines. 


Toronto’s Civic Car Lines.—Disregarding the advice of 
Works Commissioner Harris that the city should not oper- 
ate the new civic car lines, and ignoring the motion passed 
by the City Council that negotiations be opened with the 
Toronto Railway to ascertain upon what terms the company . 
would operate over the civic lines, the Board of Control of 
Toronto, Ont., has decided to operate the Gerrard Street 
line independently. Controller Hocken said that it was not 
to be expected the line could be operated without loss at 
first. The fare on the civic line will be fixed so as just to cover 
operating expenses. A report from Mr. Harris showed that 
the new lines have cost to date $517,229. The Gerrard Street 
line, which will be completed in five weeks, has cost $183,220 
for labor and material. The St. Clair Avenue line, which is 
only about half finished, has cost $318,141, including $126,092 
in land damages. Part of the land purchased on St. Clair 
Avenue will be resold. The total appropriation voted for 
the construction of the lines was $1,157,203. It has been de- 
cided, on the advice of the City Solicitor, to arrange with — 
the York Radial Railway for the operation of the Scarboro ~ 
line within the city limits from the expiration of the co: 
pany’s franchise on Nov. 16 until such time as the arbitrato 
have fixed the value of the property of the company vy hi 
the city plans to take over. . ee 
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Financial and Corporate 


Stock and Money Markets 
—- Oct 23) 1012: 

During the first two hours of trading on the New York 
Stock Exchange to-day the market was heavy and irregu- 
lar. At midday there was a further violent break in prices, 
due to the volume of securities which has come into the 
market lately. The high point in the recent advance in 
prices was reached on Sept. 30, when the fifty leading 
issues sold at an average of 85.83. At to-day’s closing 
quotations there had been a reaction of 3.06 points from 
the recent high figure. Rates in the money market to-day 
were: Call, 44%4@5 per cent; sixty days and ninety days, 
534@O6 per cent; four months, 51%4@534 per cent; five and six 
months, 54@5% per cent. 

Interest in the trading in the local securities in Phila- 
delphia to-day was indifferent. Kentucky Securities pre- 
ferred sold to-day at 68. The last previous sale was 5034. 

The market for stocks in Chicago to-day was narrow and 
dull. Railway bonds were in good demand. 

In the Boston market the Massachusetts: Electric issues 
were the leaders in the railway issues. The bond market 
was particularly dull. 

In Baltimore the market for stocks was narrow and 
dull. In the bond market the total sales were $148,000, 
of which $82,000 were traction issues. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Oct. 16 Oct.23. 
American Brake Shoe & Foundry (common)......... a97 34 a97 34 
American Brake Shoe & Foundry (preferred)... Ay) es al55 
American Cities Company (common)......... a31% a31% 
.American Cities Company (preferred).......... a77% a78%4 
American Light & Traction Company (common). a436 a435 
American Light & Traction Company (preferred) all0% all0% 
Armericam wRailwavs Company. ..eccccsccecceviece a44 a43% 
Aurora, Elgin & Chicago Railroad (common).. a46 a4534 
Aurora, Elgin & Chicago Railroad (preferred). -. a88 a90 
Boston Elevated Railway.......-...ssseeseserceeees 123 al24 
Boston Suburban Electric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred)..... a78 a78 
Boston & Worcester Electric Companies (common)... *10 *10 
Boston & Worcester Electric Companies (preferred)... a50 a50 
Brooklyn Rapid Transit Company................0-: 91 a897 
Capital Traction Company, Washington.............. al24 al23%4 
COR CAC REL UPA ae penlvia. git aie cle ane syd aie Disiavae oie, ches al70 a170 
Chicago Elevated Railways (common).............. a32 a35 
Chicago Elevated Railways (preferred).............- a92 a95 
CONCASA RAM WAV Ss PLCDUM, su CEky Licic store icjausista «010s eae visvere a90 a95 
CiicadomRailways, DECDiO: CEL Die clase sicve;e a0 sleierss oie eee a26 a26%4 
hivasonmallways, PiCDtei sn Ctl, Soccicc cecisciccdecs vee ve a9 agg 
Chicago Railways, ptcptg.; ctf. 45.0. clecccwnce csc veces a4 a4 
Pe CAE AR teRCyET COLA RAUL WAY cia hs s)cle's,c18¥ loc Siecle qualsiele c eie:e al28% al28 
era ATL WA ory cinta sale otare trelelelontaveieiulaceisteveeves 01,5 0)e al06 al06% 
Cleveland, Southwestern & Columbus Ry. (common)... a6% *6u% 
Cleveland, Southwestern & Columbus Ry. (preferred). a35 We Se 
Columbus Railway & Light Company................ a55 a55 
Columbus Railway (common)..... Pobalatote)ai sia iiisve’ ste\ertvo\sts aZ0 a70 
Chlambusekaiway (preferred) .\..c0 cc visite wcicjees eens a90 a90 
Denver & Northwestern Railway.............-e.0:- al25 125 
AGE rTM TINPE UTR ATLWV AV: acs, ileve ch sycyeaiaie are wee a a < si esee les a70 70 
Gretaetal PRAGCENIC CO OMLPAlIV! vic levvs civic isjetere sities oc <1'e elds © 182% 180% 
Georgia Railway & Electric Company (common)..... al26 al26 
Georgia Railway & Electric Company (preferred)..... a85 a844 
Interborough Metropolitan Company (common)...... 21% 20 
Interborough Metropolitan Company (preferred)..... 67 64 
International Traction Co., Buffalo, 4% bonds rcts.. 75 75 
Kansas City Railway & Light Company (common).... a24 a26 
Kansas City Railway & Light Company (preferred)... a40 40 
Lake Shore Electric Railway (common)..........-+. a8 *g 
Lake Shore Electric Railway (1st preferred)......... a92 a92 
Lake Shore Electric Railway (2d preferred)......... a28% a28% 
RVRPREPEIEPA TEP MC ATIWHY © sicfos ofcisiels\cle.g.c.& »'c aie o.)e ime evelele:aieree al34 2 
Massachusetts Electric Companies (common)......... a20 al9% 
Massachusetts Electric Companies (preferred)....... a79 a77¥% 
Milwaukee Electric Railway. & Light (preferred)....a102 102 
Norfolk Railway & Light Company..............+-. a28 28 
MPD SER ee A TherICATIN COMUNADY 51. /idis « oreisicicials s'6.010%,e.es.ees vs 84% 83% 
Northern Ohio Light & Traction Company (common).. a70 a72 
Northern Ohio Light & Traction Company (preferred) .a105 al05 
Philadelphia Company, Pittsburgh (common)...... a50% a5l 
Philadelphia Company, Pittsburgh (preferred)....... a44 a44 
_ Philadelphia Rapid_Transit Company........++.s.see a273% a27% 
Portiand Railway, Light & Power Company......... . 266 66 
Mublic Service Corporations .<....00.ccevccnceosscecs 119 a118 
Third Avenue Railway, New York....:...++eeeeeees 40% 39 \ 
Toledo Railway & Light Company...... Cor Sp UAOn EEE a7h 5% 
Twin City Rapid Transit Co., Minneapolis (common) .a106% al08 
Union Traction Company of Indiana (common)...... all 11 
Union Traction Company of Indiana (1st preferred). a88 88 
Union Traction Company of Indiana (2d preferred)... a42 42 
United Rys. & Electric Company (Baltimore)......-.. a25% a26% 
United Rys. Inv. Company (common).........+.+++ a32i%z 38 
United Rvs. Inv. Company (preferred)............. qi 06 
Virginia Railway & Power Company (common)...... 50% 50% 
Virginia Railway & Power Company (preferred)..... a87% 87% 
Washington Ry. & Flectric Company (common)...... nee a90 
Washington Ry. & Electric Company (preferred).... a91% agli 
West End Street Railway, Boston (common)........ a81% a80% 
West End Street Railway, Boston (preferred)....... 97 a98 
Westinghouse Elec. & Mfg. Company..........+.0+5 a85 82%4 
Westinghouse Elec. & Mfg. Company (1st preferred) ..a126 al24 


. *Last sale. a Asked. 
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American Railways Company 


In the fiscal year ended June 30, 1912, the gross income 
of the American Railways Company was $864,375, of which 
$851,803 was income from subsidiary companies and $12,482 
was miscellaneous income. Deductions from income aggre- 
gated $401,075, distributed as follows: General expenses, 
$6,827; legal expenses, $270; depreciation of office furniture 
and engineering instruments, $1,228; taxes, $15,000; interest 
on funded debt, $377,750. The net income was $463,300, and 
dividends of $302,289 were paid, leaving a surplus of $71,011. 
The surplus as of June 30, 1911, was $554,188, making a total 
surplus as of June 30, 1912, of $625,190. 

J. J. Sullivan, the president, says in part in the report: 

“The total number of passengers carried was 97,676,138, 
showing an increase of 11,000,701, or 12.69 per cent. ‘ The 
gross receipts of the subsidiary companies were $4,894,307, 
a gain of $259,142, which amounts to 5.59 per cent. This 
does not include the Johnstown Passenger Railway, from 
which we derive a rental. It includes $709,000 received 
from the sale of gas, electric light and power, which is 
14.69 per cent of the total receipts. We paid for accidents 
$78,000, a little over 1% per cent of our gross receipts. 

“After paying all operating expenses, fixed charges, in- 
terest and taxes, including the United States government 
tax, amounting to $10,010, we had net receipts of $463,300, 
out of which we paid a dividend of 6 per cent, amounting 
to $392,280. 

“We charged out during the year on track and roadway 
and on maintenance of equipment $754,803, or 18.07 per 
cent of the gross receipts, a sum that should well main- 
tain the efficiency of the property. Of this amount, there 
was credited to depreciation reserve on the books of the 
subsidiary companies $247,263, leaving a credit balance in 
the sum of $518,125. 

“The credit in our fire insurance fund has been increased 
during the year in the sum of $40,493, making the amount 
in that fund $272,176. 

“The accident insurance fund shows a credit on June 30, 
1912, of $52,346, a gain during the year of $19,111. 

“We deducted from income and canceled bonds of the 
par value of $25,000. 

“Altoona & Logan Valley Electric Railway.—During the 
year the gross earnings increased $20,382. Wages of con- 
ductors and motormen increased $5,000. We expended dur- 
ing the year on track and roadway $74,665, of which $70,153 
was charged to operation and maintenance and $4,512 was 
charged to construction. We expended $11,850 on overhead 
system, of which $4,517 was for new work and $7,333 was for 
maintenance. We expended $2,000 in sanitary and other 
improvements in Lakemont Park. The car equipment is in 
excellent condition. Twenty-sevencars have been over- 
hauled and changed to pay-within type and five new semi- 
steel pay-within cars added; thirty-two cars were repainted 
and a new work car was built in.our shops. 

“Home Electric Light & Steam Heating Company of 
Tyrone.—On Jan. 1, 1912, we bought the property of the 
Logan Light & Power Company, of Tyrone. There was 
added to our gross six months’ earnings of that company 
about $5,500, as its business amounted to about $11,000 per 
annum. We now control the electric lighting from Birming- 
ham to Tyrone and from there to Bellwood. The growth 
for the year was 22.23 per cent. The company should con- 
tinue to show a substantial growth. 

“Chicago & Joliet Electric Railway—For the year the 
gross receipts increased $18,759, making them now stand 
at $500,519. During the year we obtained from the Mayor 
and Councils of Joliet an entirely new grant of twenty years 
for parts of our franchises which would have expired in a 
few years, but at different periods, and obtained a con- 
firmation of our fifty-year franchise, still having thirty-six 
years to run. 

“Scranton Railway.—The gross earnings increased $34,107. 
This increase would have been at least double this sum 
but for the suspension in the anthracite coal mines, which 
lasted for several months, causing the company substantial 
loss in receipts. The coal wage dispute is now fixed for a 
period of four years. During the year $42,215 was spent 
on new construction of tracks and paving, and $141,700 
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was expended on reconstruction of tracks and paving and 
maintenance. This work covered 24,345 ft. of track on vari- 
ous streets. During the year we added to our equipment 
one double-truck express car, one double-truck. work car, 
one double-truck derrick car, fourteen large motors, Hunter 
signs on 50 per cent of the equipment and air whistles on ten 
cars. Many cars have been altered to pay-within type, over- 
hauled and painted as fast as they can be spared to run 
through the shops. 

“The People’s Railway.—The gross income decreased dur- 
ing the year $30,040, or 6.65 per cent. This loss was caused 
by the failure of several manufacturers whose works are 
located on our lines and the falling off in orders of several 
other factories whose employees patronize our cars. It is 
our belief that the affairs of the firms involved, some of 
whose troubles are in court, will soon be settled and work 
will again be under way and the business of our company 
will continue to prosper. During the year we were assessed 
for new paving $20,702. The general condition of the track 
is excellent. The condition of the rolling stock is first-class. 
We now have forty-five prepayment cars, ten of them new. 
We spent $19,562 in altering the cars and $43,909 in pay- 
ment for the new cars. 

“The Springfield Railway.—The gross earnings increased 
$33,665, or 10.96 per cent; $14,550 was spent in rebuilding 
four double-truck cars and altering them to pay-within type 
and reconstruction of other equipment. 

“Roanoke Railway & Electric Company.—There was an 
increase in gross earnings of $69,431, equal to 15.85 per cent. 
A new carhouse of reinforced concrete and shops were 
built at a cost of $68,606 and $7,457 was paid for shop tools. 

“Lynchburg Traction & Light Company.—The gross 
business increased $45,621, or 11.45 per cent. During the 
year eight cars were overhauled and altered to pay-within, 
and changes in electrical equipment were made to two cars; 
six new pay-as-you-enter cars were bought with motors at 
a cost of $34,667. During the year we paid a bonus of 
$20,000 and commission of $1,250 to secure location of an 
iron company on certain lands; we are thereby released 
from an annual payment of $6,500. During the coming year 
a considerable sum of money should be spent to carry out 
contemplated improvements. 

“Bridgeton & Millville Traction Company.—Gross earn- 
ings increased $5,834, or 4.64 per cent. During the year 
four rebuilt open cars were added to the equipment; one 
new work car was built in our shops. Ohmer registers were 
installed on the Port Norris and Millville divisions. 

“Bridgeton Electric Company.—The gain in gross receipts 
was $5,851.55, or 8.82 per cent. The usual repairs and main- 
tenance were taken care of and the prospects for continued 
growth and development of this property seem well assured. 

“Ohio Valley Electric Railway.—Gross receipts increased 
$40,248.97, or 8.34 per cent. In our last annual report we 
mentioned that we had bought this property, which included 
the lighting in Huntington, Ceredo and Kenova in West 
Virginia, Ashland in Kentucky and Ironton in Ohio; also 
51 per cent of the ferry company between Ashland, Ky., and 
Coal Grove, Ohio. By this purchase we also control the 
Kanawha Valley Traction Company property, out of which 
we get a profitable income. It is leased for ninety-nine years 
to the Charleston Interurban Railroad. In order fully to 
develop this property and obtain the best results we bought 
additional land to enlarge the power house and for other 
purposes. 

“All of the properties of the company are in a satisfactory 
condition.” 


Chicago Surface Line Merger Proposal 


In July the chairman of the local transportation commit- 
tee of the Chicago City Council introduced a resolution 
urging the merger of the Chicago Railways and the Chicago 
City Railway, which operate surface lines in the city 
proper. The local transportation committee recently re- 
quested the representatives of the companies to be present 
_at a meeting of this committee on Oct-17 to take up the 
question of merging the companies and urged the repre- 
Sentatives to be prepared to present suggestions. Leonard 


A. Busby, president of the Chicago City Railway; Williston 
Bish, vice-president and general manager of the Chicago 
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Railways, and W. W. Gurley, general counsel of the Chi- 
cago Railways, appeared before the local transportation 
committee. At the meeting the representatives of both the 
companies declared themselves to be in favor of a merger, 
particularly as a plan of this kind would eliminate com- 
petition between the companies in the down-town district 
and relieve congestion. Under the existing arrangement 
both companies operate over the same streets. It was 
suggested that the merger should be on an operating basis 
with such division of receipts as would be fair to both 
companies. This would mean that the existing operating 
organizations would not be changed, but a unified service 
would result. With this in view the local transportation 
committee appointed a sub-committee to confer further 
with the representatives of the companies and the com- 
panies were requested to prepare a tentative schedule. 
The sub-committee and the representatives of the com- 
panies will meet on Oct. 24. : 


American Railways, Philadelphia, Pa——The stockholders 
of the American Railways have voted to authorize an issue 
of $4,000,000 of 7 per cent cumulative preferred stock, of 
which $2,000,000 will be issued at once to liquidate $1,812,240 
of floating debt. The stock will be allotted at par to the 
shareholders on the basis of fifteen shares of preferred 
stock for every 100 shares of common stock now held. The 
offer to subscribe to the new stock will remain open from 
Oct. 23 to Nov. I and payments may be made in full or in 
four instalments of $25 each for every share of preferred 
stock. 


Berkshire Street Railway, Pittsfield, Mass.—The Berk- 
shire Street Railway has been granted authority by the 
Railroad Commission to issue additional capital stock to the 
amount of $330,000. 


Brooklyn (N. Y.) Rapid Transit Company.—Application 
has been filed with the Public Service Commission of the 
First District of New York by the Brooklyn Union Ele- 
vated Railway, the Sea Beach Railway and the Canarsie 
Railroad for permission to consolidate. These companies 
are all subsidiaries of the Brooklyn Rapid Transit Com- 
pany. 7 
Burlington Light & Power Company, Burlington, Wis.— 
The stock of the Burlington Light & Power Company has 
passed into the control of interests allied with The Milwau- 
kee Electric Railway & Light Company. James D. Mor- 
timer, president of the latter company, is quoted as follows: 
“The Milwaukee Electric Railway & Light Company will 
have no direct connection with the Burlington Light & 
Power Company other than the possible sale of electric 
power for the operation of the Burlington plant. The con- 
sideration paid was substantially equal to the valuation as 
determined by the engineering staff of the Railroad Com- 
mission of Wisconsin.” 


Center & Clearfield Street Railway, Phillipsburg, Pa— 
The property and franchises of the Center & Clearfield 
Street Railway will be offered at public sale on Nov. 16, 1912, 5 
at 10 a. m. 


Central Park, North & East River Railroad, New York, 
N. Y.—At a meeting of the stockholders of the Central Park, 
North & East River Railroad held on Oct. 21, 1912, a resolu- 
tion was passed appointing a committee of the stockholders 
to try to secure an adjournment of the sale of the property 
under foreclosure fixed by the decree of the United States _ 
District Court for Oct. 31, 1912. aig 


Charleston Consolidated Railway & Lighting Company, 
Charleston, S. C..—James Sottile is reported to have arranged 
to take over the Seashore division of the Charleston Con- 
solidated Railway & Lighting Company between Mount — 
Pleasant and the Isle of Palms, including all wharf rop- 
erties and ferryboats, together with its equipment an ‘the — 
power house on Sullivan’s Island. Mr. Sottile and his asso- 
ciates contemplate building a railway from Mount Pleasant 
to McClellanville. » 


Fryeburg (Me.) Horse Railroad—The Fryeburg 
Railroad has been sold to interests represented by 
J. O’Brien, Boston, Mass. It is stated that the new « 
propose to electrify the line and construct an exten 
connect Fryeburg with Norway, Bethel, R 
Cornish. inl : 


“OCTOBER 26, 1912. ] 


Harrisburg (Pa.) Railways.—It has been announced that 
application will be made on Nov. 11, 1912, to Governor Tener 
to incorporate the Harrisburg Railways. The application 
will be made by John C. Johnson, Philadelphia, and Charles 
L. Bailey and Olmsted & Stamm, Harrisburg. Mr. Bailey is 
attorney for the Central Pennsylvania Traction Company, 
Harrisburg. ’ 


Internaticnal Railway, Buffalo, N. Y.—The Council of 
Buffalo has voted to authorize the consolidation of the 
International Railway and the Crosstown Street Railway, 
all of the stock of which is owned by the International 
Railway. In its petition to the Council the International 
Railway said that it was desired to consolidate the com- 
panies as a matter of convenience in their management. 


Kansas City, Outer Belt & Electric Railroad, Kansas 
City, Mo.—The time for the deposit of the first mortgage 
4 per cent bonds of the Kansas City, Outer Belt & Electric 
Railroad with the United States Mortgage & Trust Com- 
pany, New York, N. Y., as depositary, or with the First 
National Bank of Kansas City as agent under the agreement 
of Aug. 8, 1912, has been extended to and including Nov. 15, 
1912. As noted in the ELecrric RAILWAy JOURNAL of Aug. 
24, 1912, page 299, Calvert Brewer is secretary of the com- 
mitee representing the bondholders. 


Lake View Traction Company, Memphis, Tenn.—The 
sale of the property of the Lake View Traction Company 
on Sept. 2, 1912, under foreclosure to the representatives 
of the bondholders has been confirmed by the Chancery 
Court at Memphis. 

Maryland-Virginia Company, Washington, D. C.—The 
stockholders of the Arlington Electric Company, Clarendon, 
Va., and the Braddock Light & Power Company, Rosslyn, 
Va., have voted to merge with the Maryland-Virginia Com- 
pany on the basis of three shares of stock of the Maryland- 
Virginia Railway for each share of stock of either of the 
other companies. The alternative is given the stockholders 
of the Arlington Electric Company and the Braddock Light 
& Power Company of accepting $100 in cash for each share 
of stock of these companies. 

New York (N. Y.) Municipal Railroad Corporation.— 
The directors of the New York Municipal Railroad Corpo- 
ration, which was recently organized in the interests of the 
Brooklyn Rapid Transit Company to contract with the city 
for the operation of the new rapid transit lines, has organ- 
ized as follows: Anthony N. Brady, chairman of the board; 
Timothy S. Williams, president; J. Horace Harding, vice- 
president; Charles D. Meneely, treasurer; Harry A. Bullock, 
secretary. 

“Pacific Electric Railway, Los Angeles, Cal.—The Rail- 
road Commission of California has granted the Pacific 
Electric Railway permission to issue $5,285,000 of bonds 
to be used to retire underlying securities of the Los An- 
geles Interurban Railway in the amount of $2,537,000; the 
Los Angeles & Redondo, Railway in the amount of $500,- 
000, and the Los Angeles '& Redondo Railway in the amount 
of $2,248,000. 

Point Shirley Street Railway, Winthrop, Mass.—The Bos- 
ton, Revere Beach & Lynn Railroad has petitioned the 
Railroad Commission of Massachusetts for permission to 
take over the Point Shirley Street Railway. 

Public Utilities Company, Evansville, Ind.—Judge William 
M. Blakey, of the Vanderburg Circuit Court at Evansville, 


. Ind., has declared valid the recent merger of the Evans- 


ville & Southern Indiana Traction Company, the Evansville 
Public Service Company and the Evansville Gas & Electric 
Light Company as the Public Utilities Company. The con- 
solidation was opposed on the ground that it constituted a 
violation of the Sherman anti-trust law. 

Shreveport (La.) Traction Company.—The Shreveport 
Traction Company has filed for record at Shreveport a 
mortgage on its property to secure an issue of $1,000,000 


_ of twenty-year 5 per cent bonds. The Hibernia Bank & 


Trust Company, New Orleans, La., is named as trustee of 
the issue. 

Wisconsin Gas & Electric Company, Racine, Wis.— 
Spencer Trask & Company and Harris, Forbes & Company, 
New York, N. Y., are offering for subscription at 98% 


and interest $2,000,000 of first-mortgage 5 per cent gold 
ponds of the Wisconsin Gas & Electric Company dated 


+. oe - y 
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June 1, 1912, and due June 1, 1952. The bonds are subject 
to call on and after June 1, 1915, at 105. The Harris Trust & 
Savings Bank, Chicago, Ill., is trustee under the mortgage 
securing the bonds. The company does the entire gas busi- 
ness in Racine and Kenosha and the entire electric lighting, 
power and street railway business in Kenosha. 


Dividends Declared 


Commonwealth Power, Railway & Light Company, Sagi- 
naw, Mich., quarterly, 1% per cent. 

Connecticut Railway & Lighting Company, New Haven, 
Conn., quarterly, I per cent, common and preferred. 

Easton (Pa.) Consolidated Electric Company, 2 per cent. 

East St. Louis & Suburban Railway, East St. Louis, Ill, 
quarterly, 1144 per cent, preferred. 

Grand Rapids (Mich.) Railway, quarterly, 114 per cent, 
preferred. 

Lewiston, Augusta & Waterville Street Railway, Lewiston, 
Maine, quarterly, 14 per cent, preferred. 

Railways Company General, New York, N. Y., quarterly, 
I per cent. . 

Toledo, Bowling Green & Southern Traction Company, 
Findlay, Ohio, quarterly, 1% per cent, preferred. 

Union Street Railway, New Bedford, Mass., quarterly, 2 
per cent. 

Washington-Virginia Railway, Washington, D. C., 1% per 
cent, common; 2 per cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


CHATTANOOGA RAILWAY & LIGHT COMPANY 


Gross Operating Net Fixed Net 

Period. Earnings. Expenses. Earnings. Charges. Surplus. 
tm Anes, 212 $94,925 *$56,264 $38,661 $22,566 $16,095 
| ea bs | 83,990 *50,411 33,579 20,333 13,246 
SOs S$ "12 687,538  *409,297 278,241 174,193 104,048 
‘Sisk iy aat 614,120 *357,796 256,324 157,799 98,525 

t 

CLEVELAND, PAINESVILLE & EASTERN RAILROAD. 

Im. Aug., 712 $43,385 *$19,954 $23,431 $9,852 $13,580 
tld fe fil 39,901 *20,058 19,843 8,705 11,138 
tah re ZZ, 255,450 *142,420 113,031 79,232 33,798 
Ss RE 744 244,915 *131,592 113,324 65,733 47,590 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY. 


Im. Aug, 712 $536,777 *$319,924 $216,853 $130,705 $86,148 
RCE T TE 11 440,895 *270,234 170,661 105,532 65,129 
aly i 12 4,033,808 *2,362,029 1,671,779 988,359 683,420 
3‘ a "11 «3,507,171 *2,035,826 1,471,345 831,387 639,958 
DETROIT UNITED RAILWAY. 

Im., Aug., 12 $1,120,875 $733,026 $370,478 $176,499 $211,351 

we 11 1,001,531 649,417 338,117 176,839 175,275 
Bett Obes 12 —-7,736,873 4,961,637 2,640,255 1,418,827 1,356,409 
Sacue ris! 11 6,829,108 4,291,990. 2;423,180 1,411,494 1/125,625 

EAST ST. LOUIS & SUBURBAN COMPANY. 
1m., Aug., 7°12 $208,339 *$116,525 $91,814 $48,125 $43,689 
rants 11 193,413 *111,866 81,547 45,739 35,808 
gee ks 12 «1,555,173 *884,083 671,090 385,123  285°967 
i icteeres 11 «1,480,821 *845,510 635,311 365,939 269,372 
GRAND RAPIDS RAILWAY COMPANY. 
Im., Aug., 12 $111,605 *$64,084 $47,521 $14,793 $32,728 
fi fsrersn te "11 105,274  *58,300 46,974 15,008 31,966 
Sti ht 12 814.673 *458'577 356,096 117,041 239/055 
ge "11 765,706 *437,288 328,418 120,353 208,065 
LAKE SHORE ELECTRIC RAILWAY SYSTEM. 

Im., Aug., 712 $147,888 *$72,779 $75,108 $35,188 $39,921 
1s 11 143,584  *68,507 75,077 34,913 40/164 
a“ 12 872°778 *500,215 372,563 279,249 93,314 
ge 11 837,470 *443,620 393,849 277,687 116,162 


LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY. 


im. Aug. 712 $71,808 *$36,150 $35,658 $14,448 $21,210 
Hetueer cee | 347 63,643 *31,463 32,180 + 147450 17,730 
On eee 12 139,445  *70,983 68,462 28,896 39/566 
tee ti 994 123,983 61,668 62,315 28,840 33,475 
NORTHERN OHIO TRACTION & LIGHT COMPANY. 
Im., Aug, 12 $305,232 "$160,343 $144,879 $43,813 $101,066 
ye“ 11 272,674 *143,666 128,958 «14.321 84/638 
ae 12 —«:1,979,793 *1,111,169 868,623 350,550 518,073 
git ete 11 —-:1,773,731  *981,692 792,039 354,749 437/290 
PORTLAND RAILWAY LIGHT & POWER COMPANY, 
im., Aug., ’12 $543,189 *$276,453 $266,736 $148,022 $118,714 
pe 11 521,262 *273,502 247,760 118,456 129.304 
ge 12 4,376,364 *2,205,446 2,170,918 1,160,213 1,010,705 
Bee 11 4,179,778 *2,036,576 2,143,202 991,940 1,151,262 


*Includes taxes. 
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Traffic and Transportation 


New Jersey Commission Modifies Its Zone Order 


The State Board of Public Utility Commissioners ot 
New Jersey has ordered the Public Service Railway, New- 
ark, to carry passengers for a single 5-cent fare between 
Kearny and the Hackensack River bridge, the western 
boundary of Jersey City, and for a single fare in the oppo- 
site direction between the points named. Only recently the 
commission relocated the zone dividing line so that the 
employees in the railroad shops on the meadows near 
Jersey City would not be compelled to pay two fares, but 
under this arrangement the residents of Kearny were re- 
quired to pay two fares, and the town complained to the 
commission. The commission in its decision restores the 
zone lines as they were before its previous order and then 
excepts from the order the travel to and from the meadow 
shops, on the ground that the shop travel is peculiar to it- 
self. The commission says: 

“What the board did not foresee was the way in which 
a relocation of the zone dividing line might affect pas- 
sengers in the town of Kearny. These passengers had 
been able to ride for a single fare between Kearny and the 
Hackensack River bridge, the western boundary of Jersey 
City. The relocation of the fare zone rendered this impos- 
sible. 

“From Kearny to the Lackawanna crossing one fare 
must be paid, and a second fare is necessary to enable the 
Kearny passengers to continue the journey to the Hacken- 
sack River bridge. This double fare between the bridge and 
Kearny is also collected when the journey is taken in the 
opposite direction. 

“The location of the meadow shops makes the travel 
between the shops and either Newark or JefSey City unique. 
The shops are virtually the only considerable originators 
of passenger traffic in that locality. A single fare between 
the shop and either city seems warranted both by reason of 
the respective distances from the shops to the centers of 
the two cities and by reason of the very considerable traffic 
originating or terminating at the shops. 

“The company admits that at one time as ‘a voluntary 
courtesy by the street railway company to the Pennsylvania 
Railroad Company’ such a single fare was in vogue between 
the shops and either city. What was granted as a voluntary 
courtesy might properly have been continued on more sub- 
stantial grounds of the distance traversed and the traffic 
secured. If this be the case, we see no sufficient reason why 
the zones of the fares for passengers not bound to or from 
the meadow shops should be disturbed. The shop traffic 
may fairly be treated as a thing apart, without necessitating 
a dislodgment of fare zones for passengers whose journeys 
are taken with no reference to the shops.” 


Through Route and Joint-Rate Order in California 


The State Railroad Commission of California has issued 
an order establishing a through route and joint rates be- 
tween the Central California Traction Company and the 
Santa Fé Railroad as the result of an action brought some 
time ago by the Central California Traction Company. 
The officials of the Central California Traction Company 
contended that farmers and shippers on their road had been 
put to great inconvenience and expense in hauling their 
product to the lines of the Southern Pacific Company and 
Western Pacific Railway, which are located from 5 miles 
to 10 miles from the line of the complainant, by reason of 
the failure of the Santa Fé Railroad to establish joint rates, 
The commissioners issued an order which required the 


Santa Fé Railroad to establish rates on or before Oct. 20, 
1912. 

In the opinion on which the order is based the commis- 
sion Says: 

“As far as the public is concerned, any added conveni- 


ence to it over that which it at anytime has will eon- 
stitute public convenience and necessity, provided this 
added convenience does not add any burden to the utility 
which is required to render the additional service, in this 
instance to the two railways in question—the Atchison. 
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Topeka & Santa Fé Railway and the Central California 
Traction Company. When the added convenience is of 
considerable degree, public convenience and necessity may 
require its being accorded to the public, even though by 
so doing the utility in question is adversely affectéd, so 
long as the consideration which may be exacted by the 
utility for the performance of the service is reasonable. In 
other words, what might constitute public convenience and 
necessity in a case where no additional burden, or a small 
one, is imposed upon the utility might not constitute public 
convenience and necessity when the added burden to the 
utility becomes so great as not to bear a proper relation 
to the amount of added convenience to the public.” 


Appeal from Toilet Order of Illinois Commission 


It is likely that the Alton, Granite & St. Louis Traction 
Company, Alton, Ill, will appeal from the decision of the 
Railroad & Warehouse Commission of Illinois which re- 
cently ordered that toilets be installed on the cars of the 
company, and the matter may be taken to the higher 
courts. L. C. Haynes, president of the company, has ex- 
pressed himself as follows in connection with the matter: 

“As to the merits of this subject, there are two sides to 
the question. Out of a total run between terminals in op- 
erating from East St. Louis to Edwardsville, or Alton, of 
only seventy-three minutes, a large proportion of the 
mileage is within corporate limits of municipalities, where 
the health departments would prohibit the discharge from 
toilet rooms. Toilet facilities are afforded at all termini 
and we have received many expressions from patrons of 
objection to the placing of toilets, especially in the small 
cars operating between Edwardsville and East St. Louis, 
and I am firmly of the opinion that considering all the 
circumstances most of our patrons would prefer not to 
have toilets in the cars. The cars themselves, not having 
been originally constructed with the idea of such rooms 
being necessary, present serious difficulty in a mechanical 
way to an installation that would not cause discharge upon 
the trucks and electrical apparatus under the cars. As was 
stated by the company at the hearing, it is not at all a 
question of a reasonable expenditure on the part of the 
company to add to the comfort of its patrons, and the in- 
stallation of toilet rooms would have been made long ago 
if it had been practicable to do so and had the company be- 
lieved they were really needed or generally desired.” 

Reference to the conditions of the order of the commis- 
sion was made in the Etecrric Ratbway JourNAL of Oct. 
19, 1912, page 897. 


Night Freight Service on the Grand Valley Railway.— 
E. B. Stockdale, receiver of the Grand Valley Railway, 
Brantford, Ont., has announced that the company will start 
a night freight service between Galt, Paris and Brantford, 
with cars especially adapted to such use. Hydroelectric 
power will be used as soon as the arrangements can be 
made for it at the Galt end. 

Fair Traffic at Springfield, Ill.—The Springfield (Ill.) Con- 
solidated Railway handled 756,684 persons between Spring- : 
field and the Illinois State Fair grounds during the week of 
the exposition. This is an increase of 30,541 over 1911. The ‘ 
biggest day 116,830 passengers were handled. This in- | 
crease in business was made despite the fact that the Chi- 
cago & Alton Railroad operated a shuttle service between 
Springfield and the grounds. * 


Service Between Portland and Eugene, Ore.—Five trains 
each way every day is the schedule which has been main- 
tained by the Oregon Electric Railway since the inaugura- 
tion of service recently between Portland and Eugene. Two 
trains in each direction are limited, making the run of 121 — 
miles in four hours; two each way are locals, making all 
stops and running between the two cities in five hours, and ~ 
the fifth is a night train to which a sleeper is attached. 


New Wage Scale of Massachusetts Electric Compani 
The Massachusetts Electric Companies, Boston, Mass. 
recently signed a two-year wage agreement with its co; 
ductors, motormen and shopmen, under the terms of w 
the men receive an increase of 1 cent per hour for the 
year and %4 cent per hour for the second year. Th 
‘ormerly in effect were on a sliding scale from 22% 

* 
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to 26% cents an hour. The new sliding scale is from 23% 
cents to 27% cents an hour. 

Complaint Against Philadelphia Rapid Transit Company 
Dismissed.—The Pennsylvania State Railroad Commission 
has dismissed the complaint of W. L. Cauffman, German- 
town, who alleged discrimination on the part of the Phila- 
delphia Rapid Transit Company on account of certain 
special service given on the Chelten Avenue line to Willow 
Grove on Saturday evenings and Sundays and not at other 
times. The commission lays down the principle that there 
must be a denial of the service to part of the public at the 
same time as it is afforded to another part in order to con- 
stitute discrimination. 


New York Subway Record Broken.—Theodore P. Shonts, 
president of the Interborough Rapid Transit Company, an- 
nounced on Oct. 15, 1912, that the passenger-carrying record 
of the subway was broken on Oct. 14, 1912, when 1,199,747 
persons were transported. During one of the days of the 
Hudson-Fulton celebration 1,179,512 passengers were car- 
ried. This was the previous record. The extraordinary 
traffic of Oct. 14 was accounted for by the thousands who 
went to see the warship fleet in the Hudson River in the 
daytime and who patronized the Broadway branch in the 
evening to witness the illumination of the fleet. 

New Freight Agreement at Boston.—The Massachusetts 
Electric Companies, through the Bay State Street Railway, 
has entered into a contract with the Boston Elevated Rail- 
way for the transportation of freight and express into Bos- 
ton. The Massachusetts Electric Companies is now 
handling express and freight by electric railway over a 
considerable percentage of its 956 miles of track. The 
,Boston Elevated Railway, however, has been delayed in 
equipping its system to handle express, and a year ago 
the Bay State Street Railway made a contract with a local 
express company to handle its express and freight at Nepon- 
set, transporting it from that point into Boston. The Bos- 
ton Elevated Railway will now take the express cars of 
the Bay State Street Railway into Boston over its lines to 
a temporary freight terminal near the Albany power sta- 
tion. 

Chicago Elevated Railway Board of Arbitration—The 
adjustment of wages and working conditions for the em- 
ployees on the elevated railways in Chicago has been sub- 
mitted to a board of arbitrators, including Jacob S. Le- 
boski, attorney at law representing the employees, and 
Wallace Heckman, counsel and business manager of Chi- 
cago University, representing the railways. These ap- 
pointments were confirmed recently and two meetings have 
been held in an effort to adjust the controversy without 
calling on a third arbitrator. The terms of arbitration 
were made a part of the old working agreement between 
the employees and the company which remains effective 
until a new contract has been accepted. The old contract 
provides. for the appointment of two arbitrators, one repre- 
senting the company and the other the employees, with a 
disinterested umpire if the two arbitrators fail to agree upon 
a settlement. 

Entertaining the Officers and Employees of the East St. 
Louis & Suburban Railway.—On the East St. Louis & 
Suburban Railway Company’s properties the custom has 
been in vogue for the last ten years of giving at the com- 
pany’s expense semi-annual outings by electric railway to 
the heads of departments and their wives, in the spring 
and fall when the rural districts are most attractive. The 
trip by trolley is arranged so as to consume three or four 
hours, with a dinner at some hotel or at the St. Clair 
Country Club, followed by a dance, the entire outing last- 
ing about eight hours. The heads of the different depart- 
ments and their wives compose a party of about fifty peo- 
ple. These outings have done much to stimulate social in- 


terest among the participants, and they are highly appre- 


ciated, especially by the ladies. As a result of the ac- 
quaintances thus made two or three evening clubs have 
been formed of groups of the officials and their wives for 
mutual entertainment during the winter. Nearly all of 
those now in the service of the company have been with 
the company from five to twelve years. In addition to 
these official outings the office employees of the company 


are entertained with a free ride in the special car once a 


é 


year. 
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Personal Mention 


Mr. W. J. Harper has been appointed master mechanic 
of the East St. Louis, Columbia & Waterloo Railway, East 
St. Louis, Ill. 

Mr. C. H. Lewis has been appointed St. Louis terminal 
trainmaster of the Illinois Traction System, succeeding Mr. 
F. A. Morgan, resigned. 

Mr, F. G. Lewis has been appointed manager of the ex- 
press and freight department of the Boston & Worcester 
Street Railway, Boston, Mass. 

Mr. Thomas Worthington has resigned as claim agent 
of the Metropolitan Street Railway, Kansas City, Mo., to 
devote himself to his personal interests. 

Mr. C. K. Mohler, formerly of Chicago, has been ap- 
pointed by the Board of Public Utilities of Los Angeles, 
Cal., to a position in charge of the bureau of street railways. 

Mr. W. A. Keyes has been elected president of the Day- 
ton (Ohio) Street Railway to succeed Mr. Adam Schantz, 
resigned. Mr. Keyes is secretary of the Schwind Realty 
Company, Dayton. 

Mr. Orrin F. Files has resigned as superintendent of the 
Newburyport lines of the Massachusetts Northeastern Street 
Railway, Haverhill, Mass., to engage in other work at New 
Orleans, La., with a company of which Mr. James F. Shaw 
is vice-president. 

Mr. G. R. Duncan, who has been in the employ of the 
Fresno (Cal.) Traction Company for two years as a train- 
man, has been appointed assistant superintendent of the 
company to succeed Mr. E. A. Devereux, who has been 
appointed superintendent. 


Mr. A. E. Jackman, formerly in charge of the railroad 
department of the Westinghouse Electric & Manufacturing 
Company at St. Louis, has been appointed superintendent 
of the East St. Louis, Columbia & Waterloo Railway with 
headquarters in East St. Louis, III. 


Mr. H. W. McKay, who has been in charge of the Merri- 
mac, Salisbury and Hampton divisions of the Massachusetts 
Northeastern Street Railway, Haverhill, Mass., as superin- 
tendent, has had his jurisdiction extended so as to include 
the lines of the company in -Newburyport, Mr. Orrin F. 
Files having resigned from the company. 


Mr, J. W. Gillette, manager of the Fort Smith Light & 
Traction Company, Fort Smith, Ark., has recently been ad- 
vised of his appointment as the Arkansas representative of 
the American Automobile Association. Mr. Gillette plans 
an early completion of the state organization in Arkansas. 
Arrangements will be made for trips and for the improve- 
ment of highways. Up to this time Arkansas has not been 
shown in the association’s. “Blue Book.” 


Mr. J. R. C. Armstrong, who resigned as electrical en- 
gineer of the New York (N. Y.) Railways a few months 
ago, has been appointed engineer of the General Vehicles 
Company, Long Island City. This company is a large 
manufacturer of auto-trucks and other self-propelled ve- 
hicles for commercial purposes, operated by electricity and 
by gasoline. Mr. Armstrong’s long experience in mechan- 
ical and electrical engineering as applied to transportation 
well fits him to assist in the development of this company’s 
rapidly growing business in motor cars of all kinds. 


Mr. W. N. Clark was elected president of the Colorado 
Electric Light, Power & Railway Association at the meet- 
ing of that association in Glenwood Springs on Sept. 12, 
13 and 14, 1912. Mr. Clark has been identified with the 
electrical industry in Colorado since 1808. He was gradu- 
ated from the Colorado State School of Mines and the 
University of Illinois, receiving the degree of electrical en- 
gineer from both colleges. He is the general superintend- 
ent of the Arkansas Valley Railway, Light & Power Com- 
pany and is an associate of the American Institute of Elec- 
trical Engineers. 


Mr. G. L. Enfors has resigned as superintendent of mo- 
tive power of the Fitchburg & Leominster Street Railway, 
Fitchburg, Mass., to become chief engineer of the Porto 
Rico Railway, Light & Power Company, Ponce, P. R. Mr. 
Enfors has been connected with the Fitchburg & Leomin- 
ster Street Railway thirteen years. He was chief engi- 
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neer of the company for five years and superintendent of 
motive power in charge of the power station and repair 
shop for the last eight years. Before becoming connected 


with the Fitchburg & Leominster Street Railway Mr. En- 
fors was with the Boston (Mass.) Elevated Railway Com- 
pany. 

Mr. E. A. Devereux has been appointed superintendent 
of the Fresno (Cal.) Traction Company to succeed Mr. T. 
A. Cashion, who as previously noted in the ELvecrric 
RAILWAY JoURNAL, has been appointed superintendent of the 
Geary Street Municipal Railway, San Francisco, Cal. Mr. 
Devereux has been connected with the company for six 
years. When the property was rebuilt about three years 
ago he was clerk to Mr. F. W. Webster, vice-president and 
general manager of the company. Subsequently he be- 
came night foreman at the carhouse of the company and 
when Mr. Cashion was appointed superintendent Mr. Dev- 
ereux was made assistant superintendent. 

Mr. W. N. Warburton has been appointed general man- 
ager of the London & Lake Erie Railway & Transportation 
Company, London, Ont., to succeed Mr. S. W. Mower, who, 
as previously noted in the Errctric RaiLway JourNAL, has 
accepted the position of manager of the Otsego & Herkimer 
Railway, Hartwick, N. Y. Mr. Warburton was the first 
general manager of the Chatham, Wallaceburg & Lake Erie 
Railway, one of the most successful interurban railways in 
Ontario. Previously he was connected with interurban 
lines running out of Windsor. He was also formerly con- 
nected with the Toronto, Hamilton & Buffalo Railway and 
the Niagara, St. Catharines & Toronto Railway, St. Cath- 
arines, Ont. Mr. Warburton has recently been freight rate 
manager for the Canadian Pacific Railway and Michigan 
Central Railway at Hamilton, Ont. 

Mr, Frank L. Dame, vice-president of the Electric Bond 
& Share Company, New York, N. Y., in charge of its oper- 
ating department since 1909, has tendered his resignation 
to take effect on Jan. 1, 1913. Mr. Dame is also resigning 
from the following companies in which he is an officer and 
director: American Power & Light Company, Pacific 
Power & Light Company, Kansas Gas & Electric Company, 
San Juan (Col.) Water & Power Company, Durango 
(Col.) Gas & Electric Company, Carolina Power & Light 
Company, Yadkin River Power Company, Asheville Power 
& Light Company and the Southwestern Utilities Corpora- 
tion. Mr. Dame will take a two or three months’ vaca- 
tion before entering upon new duties. He is a graduate 
of the Massachusetts Institute of Technology. His early 
business affiliations were with the General Electric in- 
terests in the Pacific Northwest. He then became general 
manager of the Union Electric Company, Dubuque, Ia., 
after which he was appointed engineer for the Electrical 
Securities Company, New York, shortly after its forma- 
tion in 1904. He continued in this position until the fall 
of 1909, when he became a vice-president of the Electric 
Bond & Share Company. 


Mr, F. A. Belden, who has been superintendent of the 
Dover, Somersworth and Rochester division of the Massa- 
chusetts Northeastern Street Railway, Haverhill, Mass., 
has been appointed assistant to Mr, Franklin Woodman, 
general manager of the company, with the title of assistant 
to the general manager. Mr. Belden entered electric rail- 
way work in June, 1900, in the carhouse of the Aurora 
(IIl.) Street Railway when he was nineteen years old. In 
the fall of 1901 Mr. Belden resigned from the Aurora Street 
Railway to attend the University of Wisconsin. In August, 
1902, he entered the shops of the Georgia Railway & Elec- 
tric Company, Atlanta, Ga. Later he served in the track 
department of the company and as an inspector of car 
service. In 1905 he was appointed engineer of work being 
done by the Aurora, De Kalb & Rockford Electric Traction 
Company, Aurora, Ill. In 1906 Mr. Belden entered the 
woolen business, but in 1909 he accepted an appointment 
as superintendent of construction of the Haverhill. Merri- 
mac & Amesbury Street Railway for the New Hampshire 
Electric Railways. Subsequently he became connected arith 
the Chicago (Ill.) Railways, In September, 1910, he was 
appointed superintendent of the Dover, a ara iy ed 
Roehester division of the New Hampshire Electric Rail- 
ways, which has been succeeded by the Massachusetts 


Northeastern Street Railway. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS. 


*Medford & Crescent City Railroad, Crescent City, Cal.— 
Incorporated in California to build an interurban railway 
between Crescent City and Medford via Ruch, Wilderville, 
Wonder, Taylor, Kirby, Deering and Gasquet. Capital 
stock, $50,000, The directors are: William H. Gore, W. J. 
Vawter, Stewart Patterson, E. G, Burgess, Jr., and Lincoln 
McCormack, all of Medford. 

Southwestern Gas & Electric Company, Wilmington, Del. 
—This company has been authorized by the Secretary of 
State to take over the electric railway system, gas and elec- 
tric light: plants at Texarkana, Tex., and Texarkana, Ark. 
Capital stoek, $2,500,000. 

*Western Power & Light Company, St. Louis, Mo.—In- 
corporated in Missouri to build electric railways, electric 
light and power plants and other public utilities in St. 
Louis. Capital stock, $2,000. Incorporators: Fred R. 
Mott, Webster Groves, Leo C. Driatzko, Webster Groves 
and C.. E. Goltermann, St. Louis. 

*Liberty & Callicoon Railroad Corporation, Liberty, N. 
Y.—Incorporated in New York to build an electric or steam 
railway in Sullivan County from Liberty to Jefferson via 
White Sulphur Springs and Youngstown, a distance of 14 
miles. The directors include Lowell H. Brown and Archer 
Brown, New York; Stanley F. Crocker, Brooklyn; Charles 
B. Ward and Frank E. Bridges, Liberty. 

*Portsmouth-Ironton Traction Company, Portsmouth, 
Ohio.—Chartered in Ohio to build electric railways in 
Portsmouth and in Ironton. Capital stock, $10,000. Incor- 
porators: Levi D. York, Raymond D. York, H. H. Higgins, 
Edward D. Stevens and Alice M. York. 

*Clairton & Blair Street Railway, Clairton, Pa.—Char- 
tered in Pennsylvania to build a 1-mile electric railway in 
Clairton. Capital stock, $6,000. Officers and incorporators 
are W. G. Weimer, Coraopolis, president; J. E. White, 
Dravosburg; O. B. Higley, Carnegie; C. W. Clarkson, Ava- 
lon, and H. M. Wright, Millvale. 


*Salt Lake & Utah Railroad, Salt Lake City, Utah—In- 
corporated in Utah to build an electric railway from Salt 
Lake City to Payson. Capital stock, $3,000,000. Incor- 
porators: C. Dyer, Portland; F. M. Orem and W. C. Orem, 
Salt Lake City. 


FRANCHISES 


Los Angeles, Cal—The Los Angeles Railway has re- 
ceived a franchise from the Council to cross four streets 
with its Eagle Rock Avenue line in Los Angeles. 


Red Bluff, Cal—The West Side Railroad, San Francisco, 
has asked the Board of Supervisors for a franchise to build 
its line across public roads through the county. This is 
part of a plant to build a 30-mile electric railway between 
Sacramento and Rio Vista, E. L. Sisson, secretary. [E. R. 
J .kebweq 2 125| ' 

Richmond, Cal.—The Southern Pacific Company has — 
asked the Railroad Commission for permission to purchase 
a franchise granted by the city to H. G. Cutting. 

Stockton, Cal—The City Council has granted a fran- 
chise to the Stockton Electric Railroad for a line along 
Ophir Street from Main to North Street. : 


Oakville, Conn.—The Connecticut Company has received 
permission from the Public Utilities Commission to double- 
track its line on the Watertown Road at Oakville. 

East St. Louis, Ill—The Southern Traction Company of 
Illinois has asked for a franchise for a new line in East St. — 
Louis. é . 

Rensselaer, Ind.—Two petitions have been filed with 
Commissioners of Jasper County by the Northwe 
Traction Company, for an election on Nov. 5, 1912, in 
penter and Remington Townships, to vote a subsidy 
aid of the construction of the line through those town 
The grading on the line north is progressing rapidly 


a 
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Lafayette, La.——The Southwestern Traction & Power 
Company, New Orleans, has asked the City Council for u 
franchise in Lafayette. The company plans to build an ex- 
tension from the New Iberia to Lafayette. 


Shreveport, La.—The Texas-Louisiana Traction Com- 
pany, Shreveport, has asked the City Council for a fran- 
chise in Shreveport. This is part of a plan to build an elec- 
tric railway between Shreveport, La. and Jefferson and 
Longview, Tex. Surveys have been begun. J. K. Bivens, 
president. [E. R. J., Oct. 12, ’12.] 

Hagerstown, Md.—The Frederick & Hagerstown Power 
Company has asked the City Council for a forty-five-year 
franchise to build an electric railway in Hagerstown. 

Adams, Mass.—The Berkshire Street Railway has re- 
ceived permission from the County Commissioners to build 
a line from Adams to the summit of Greylock Mountain. 

Arlington, Mass.—The Bay State Street Railway has 
asked the Board of Trustees for a franchise for an addi- 
tional track on its line between Arlington and Winchester. 

Springfield, Mass.—The Railroad Commission has re- 
ceived a petition from the Springfield Street Railway for 
a certificate preliminary to operation of its railway on Main 
Street in Longmeadow. Another petition from the same 
company asks for a similar certificate for its railway on 
St. James Avenue and on Page Boulevard in Springfield. 

Buffalo, N. Y.—The International Traction Railway has 
received the approval of the Councilmen of plans to im- 
prove its lines in Buffalo. 

Jamestown, N. Y.—The Jamestown Street Railway has 
received a franchise from the Common Council to extend 
its line in Willard Street, Jamestown. 

New York, N. Y.—The hearing before the Public Service 
Commission in the matter of double-tracking the lines of 
the New York & Queens County Railway between Flushing 
and College Point and Flushing and Jamaica has been ad- 
journed to Dec. 12, awaiting the agreement between the 
Board of Estimate and the railroad company as to the 
terms of the necessary franchise. 

Durham, N. C.—The Durham Traction Company has 
asked the Board of Aldermen for a franchise to extend its 
line 2 miles down to the National Training School on the 
Fayetteville Road. 

Wilmington, N. C.—The Tidewater Power Company, 
Wilmington, has asked the County Commissioners for a 
franchise to extend its line to Carolina Beach. 

Cincinnati, Ohio —The Cincinnati Traction Company has 
asked the Council for a franchise to extend its John Street 
lines in Cincinnati over Quebec Road to Price Hill. 


Stratford, Ont.—The Stratford Street Railway has re- 
ceived a twenty-five-year franchise from the Council in 
Stratford. The redrafted franchise will not contain a 
power clause, thus leaving the company free to make its 
own arrangements for\motive power. 


Oregon City, Ore—The Portland Railway, Light & 
Power Company has received a twenty-five-year franchise 
from the City Council in Oregon City. 


Montreal, Que.—The Montreal & Southern Counties 
Railway has received a franchise from the Council to ex- 
tend its line across McGill Street and along the south side 
of Youville Square in Montreal. 


Dallas, Tex.—The Texas Traction Company has re- 
. ceived a franchise from the Board of Commissioners on 
Jackson Street, Dallas. 


Pleasant Grove, Utah—The Utah Interurban Electric 
Company, Salt Lake City, has received a franchise from the 
City Council at Pleasant Grove. The company has also 
received a franchise from the City Council in American 
Fork and will ask the City Council of Levi for a franchise. 
This is part of a plan to build an electric railway between 
Salt Lake City, Payson, Provo, Lehi, Pleasant Grove and 
American Fork. Thaddeus S. Lane, Spokane, is interested. 
tb Ree, Oct. 22) 12.) 

Centralia, Wash—The Washington-Oregon Corporation 
bas asked the Public Service Commission for permission 
to build its tracks along Third Street and Washington 
Avenue in Centralia to the west city limits. 
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Olympia, Wash.—The Olympia Light & Power Company 
has asked the City Council for a thirty-year franchise on 


Chestnut Street to reach its carhouse on the Swantown 
fill. 


Charleston, W. Va—The Charleston-Dunbar Traction 
Company has received a fifty-year franchise from the Coun- 
cil in Charleston. Paul Grosscup, president. [E. R. J., 
Sepietdy wz. | 

Madison, Wis.—The City Council has voted to extend 
the franchise of the Chicago-Wisconsin Valley Railroad, 
which is promoting the interurban railway between Madi- 
son and Portage, until Nov. 5, so that members of the 
Council may investigate the work accomplished. [E. R. J., 
April 6, ’12.] 

TRACK AND ROADWAY 

Gadsden, Bellevue & Lookout Mountain Railway, Gads- 
den, Ala—This company announces that construction has 
been begun on its 3.10-mile electric railway to connect 
Gadsden, Bellevue and Noccalula Falls. The company will 
operate five cars and obtain power from the Alabama City, 
Gadsden & Attalla Railway. Capital stock authorized, $100,- 
000. Officers: U. J. Virgin, 838 Canal Street, New Orleans, 
La., president; Louis A. Hoffman, 117 John Street, New 
York, vice-president; W. M. Granger, Gadsden, secretary 
and treasurer; Louis Hart, Gadsden, manager and pur- 
chasing agent; A. J. Grefenkamp, Gadsden, chief engineer. 
(lds Ree MSG eel ie 

Inspiration Consolidated Copper Company, Miami, Ariz. 
—This company announces that its plans relative to its pro- 
posed electric railways have as yet not been completed. 
The company is considering a plan to electrify its surface 
lines, but nothing definite has been decided upon. Officers: 
C. E. Mills, Miami, general manager; H. Kenton Burch, 
Miami, chief engineer. [E. R. J., Sept. 21, ’12.] 

British Columbia Electric Railway, Vancouver, B. C.— 
Plans are being considered by this company to build an ex- 
tension from Clayburn to Mission City. 

Burrard, Westminster, Boundary Railway & Navigation 
Company, Vancouver, B. C.—W. McNeill, Vancouver, 
president of this company, states that construction of the 
projected electric line between Slave River and Pitt River, 
B. C., will be started in 1913, and that the further surveys 
necessary to carry the line from Pitt River into Vancouver 
will be begun at once. It will be operated by current sup- 
plied by the Western Canada Power Company, which holds 
the charter. [E. R. J.. March 9, ‘12.] 

*Los Angeles, Cal—A plan for the organization of a 
company to finance the construction of a municipal rail- 
way on San Pedro Street, Los Angeles, has been pro- 
posed by members of Alembic Ciub. The plan includes 
incorporation with capitalization of $4,000,000 to build the 
entire line to the harbor, or $200,000 for the construction 
of the portion on San Pedro Street between Aliso Street and 
Ninth Street. 

Pacific Electric Railway, Los Angeles, Cal—This com- 
pany has been asked to consider plans for the construction 
of an extension to Redlands. The company plans to ex- 
pend $25,000 in improvements at Urbita Springs Park be- 
fore next summer. 

*Oregon-Idaho Light & Power Company, Caldwell, 
Idaho.—It is stated that this company plans to build an 
electric railway between Caldwell and Weiser, via Parma, 
in the spring. 

Peoria & Galesburg Railway, Peoria, Ill—C. H. Dunn, 
park engineer, and C. S. Coffeen, Chicago, have begun pre- 
liminary survey for this company, which is in control of 
Horace Clark, Peoria, and associates. The proposed route 
touches Canton, Galesburg, Farmington and Lewistown. It 
will tap the coal fields but will not run freight trains into 
Peoria. The use of power from the dam of the Mississippi 
River Power Company at Keokuk, Ia. is contemplated. 
Ss. T. Atwood, secretary. [E. R. J., Sept. 24, ’10.] 

Indianapolis & Louisville Traction Company, Scottsburg, 
Ind.—It is reported that this company is surveying for an 
extension between Indianapolis and Seymour. 

Danville Light & Power Company, Danville, Ky.—This 
company plans to construct an electric line from Danville 
to Junction City, connecting with the Louisville & Nash- 
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ville Railroad at the latter point. F. M. Wilkes, Danville, 
is in charge of plans for the work. 

Louisville (Ky.) Railway.—This company has placed in 
operation its new Douglas Boulevard extension of the East 
Broadway line in Louisville, a distance of 1 mile. 


Fryeburg (Maine) Horse Railroad.—This railroad will, it 
is stated, be electrified and the line extended to Norway and 
then to Bethel and Rumford and from Fryeburg to Cornish. 
The sale of the property of the company is referred to in the 
department “Financial and Corporate” elsewhere in this 
issue. 


Bay State Street Railway, Boston, Mass.—It is the in- 
tention of this company to extend its tracks to Harrison 
Avenue in Newport in the spring if the city will grant the 
necessary permission. 


Springfield (Mass.) Street Railway.—Work has been be- 
gun by this company laying new double track on Broad- 
way and on Belcher Street in Springfield. 

Kalamazoo-Grand Rapids Electric Railway, Kalamazoo, 
Mich.—This company, which is a subsidiary of the Michi- 
gan United Traction Company, has awarded a contract for 
grading the 50-mile line between Kalamazoo and Grand 
Rapids to J. N. Bick, Toledo, Ohio. Much of this work 
will be sublet at once. [E. R. J., Oct. 12, ’12.] 


St. Joseph & Savannah Railway, St. Joseph, Mo.—Sur- 
veys are completed, right-of-way secured and work will 
soon be begun by this company on its I1-mile extension 
from Savannah to Fillmore. 


Omaha & Council Bluffs Street Railway, Omaha, Neb.— 
Plans have been presented to this company for the con- 
struction of a line from Benson to Mount Hope Cemetery, 
a distance of about 2 miles. 


Public Service Railway, Newark, N. J.—This company 
has been asked to consider plans to build a line from Mont- 
clair to Paterson. 


Little Falls & Johnstown Railroad, Little Falls, N. Y.— 
The Public Service Commission, Second District, has au- 
thorized its secretary to indorse on the certificate of incor- 
poration of the Little Falls & Johnstown Railway the ap- 
proval of the increase of the authorized capital stock of 
$300,000 to $2,000,000, provided, however, that the consent 
shall not be taken to authorize the company to issue any of 
the capital stock until it has obtained the further permis- 
sion of the commission. J. L. Hees, 103 Park Avenue, New 
York, president. [E. R. J., July 13, ’12.] 


Syracuse (N. Y.) Rapid Transit Company.—New double 
tracks are being laid by this company in East Onondaga 
Street in Syracuse. 


Conneaut, Kingsville & Ashtabula Railway, Kingsville, 
Ohio.—Surveys have been begun by this company on its 
14-mile line between Conneaut and Ashtabula. It is stated 
that Kingsville men have agreed to furnish a large amount 
of the capital that will be required for the construction of 
the line. The following officers have been elected: W. FE. 
Hawley, president; C. L. Fox, vice-president; R. C. Thomp- 
son, secretary; C. E. Hawkins, treasurer, and J. L. Fox 
business manager. [E. R. J., Oct. 10, ’12.} 


Toledo & Indiana Traction Company, Toledo, Ohio.— 
The proposition to extend this line to Montpelier and 
Waterloo, Ind., is again being discussed and S. C. Schenck 
president of the company, states that the Montpelier brancti 
will be taken up at an early date. At a recent meeting of 
the business men of Montpelier a committee was appointed 
to confer with President Schenck as to the best plan of 
entering Montpelier. 


Toledo Railways & Light Company, Toledo, Ohio.— 
This company has been asked to consider plans to extend 
the Starr Avenue line in Toledo. 


Ardmore & Western Interurban Railway, Ardmore, Okla 
—Surveys have been completed, right-of-way obtained and 
construction will soon be begun by this company on its 
100-mile line, making a loop through the western portion 
of Carter and Love Counties. The town of Ardmore has 
been asked for a bonus of $50,000. The line will connect 
Springer, Glenn, Woodford, Milo, Oil City, Cornish. Opr 
and Brock. John Owens, president. [F. R. 
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Oklahoma, New Mexico & Pacific Railway, Ardmore, 
Okla.—This company is reported to have been financed and 
work will probably be begun within the next sixty days on 
its line from Ardmore to Lawton, and possibly to Sher- 
man, Jacob Hamon, Lawton, is the promoter. 


Mount Hood Railway & Power Company, Portland, Ore. 
—This company has awarded the contract for clearing the 
right-of-way for its extension between Sandy and Gottrell. 
The company has also awarded the contract for the 900 ft. 
of piling for the construction of the trestle. 

Oregon Electric Railway, Portland, Ore.—lIt is reported 
that this company will build a line south from Orenco as 
soon as the new cut-off is completed, connecting with the 
main line to Salem and Eugene. 

Portland Railway, Light & Power Company, Portland, 
Ore.—This company will build a double track, branching 
from Shaver Street and extending in a northerly direction 
for 11%4 miles into the Peninsula district. 

West Penn Railway, Pittsburgh, Pa—This company has 
awarded the contract for the construction of its 9%-mile 
Baggaley-Hecla extension to John C, Herndon Company, 
Akron, Ohio. Work will be begun at once. The company 
plans to extend its lines from Masontown to Point Marion 
and thence to Morgantown, W. Va. 

Tarentum, Brackenridge & Freeport Street Railway, 
Tarentum, Pa—Work will be begun at once by this com- 
pany on an extension from the present terminus at Bird- 
ville to Freeport. 

Montreal (Que.) Street Railway.—Extensive improve- 
ments are being made by this company on its lines in 
Montreal. 

Knoxville Railway & Light Company, Knoxville, Tenn.— 
Plans are being considered by this company to begin work 
on its extension to the Country Club on the Kingston Pike 
in Knoxville. 

Dallas (Tex.) Consolidated Street Railway.—This com- 
pany has finished rebuilding the double track between Main 
Street and Sydney Street in Dallas and will soon place the 
line in operation. 

Orange & Northeastern Railway, Orange, Tex.—Work 
will soon be begun by this company on its 130-mile rai!- 
way from Orange to White City. It will extend 100’ miles 
in Louisiana and 30 miles in Texas. J. C. Simmons, O*;- 
ange, is interested, “[B. Ro J) Octaen 123) 

Richmond & Henrico Railway, Richmond, Va.—This 
company has been asked by the citizens of Varina to con- 
struct an electric railway in Varina. The route suggested 
is to leave Richmond by way of the Osburne Turnpike, 
going to Warwick Park, where-a loop of 1% miles wouid 
be made. From that point the tracks would be broughr . 
back to Richmond over the Newmarket Road. 


*Seattle, Wash.—Citizens of Rainier Valley and E. M. 
Mills, representing Peabody, Houghtaling & Company, are 
negotiating a transaction by which 6 or 7 miles of electric 
railway will be built in Rainier Valley, which will connect 
with the Seattle, Renton & Southern Railway. 


Puget Sound Traction, Light & Power Company, Seattle, 
Wash.—Work has been begun by this company double- 
tracking its Fauntleroy line as far south as Myrtle Street in — 
Seattle. 

Badger Railway & Light Company, Milwaukee, Wis.— 
This company has awarded the contract for 100,000 ties 
to Walter Curtis, Geneva, Wis. 

Superior Interurban Traction Company, Superior, Wis.— 
Surveys have been begun by this company on its 5-mile 
electric line from Superior to the site of the steel cor- 
poration’s plant up the St. Louis River. Joseph J. Wirtz, 
Superior, president. [E. R. J., Oct. 12, ’12.] | ie 

SHOPS AND BUILDINGS 
__ British Columbia Electric Railway, Vancouver, B. C.— 
This company has commissioned Somerveil & Putnam, 
Vancouver, to prepare plans for the construction of a 
group of new carhouses to be built near False Creek, 
Vancouver, The cost will be $250,000. 

Pacific Electric Railway, Los Angeles, Cal.—This com- 
pany has been asked to consider plans for the construction _ 
or a new depot at Hermosa Beach. 1a ae 
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Mason City & Clear Lake Railroad, Mason City, Ia.— 
This company contemplates spending $50,000 in improving 
its freight terminal at Clear Lake. A twenty-five-car-capac- 
ity freight yard will be constructed as well as a brick 
freight house, 20 ft. x 60 ft. 

Louisville (Ky.) Railway.—This company will maintain 
a complete repair shop for all necessary repairs and reno- 
vations in its rolling stock. The plant for repairs will in- 
clude a machine shop, paint shop, carpenter shop and 
ample accommodations for the storage of supplies. It is 
to be located at Thirtieth Street and Broadway in Louis- 
ville, where the company has purchased a Io-acre tract of 
ground. Plans for the structure have been prepared by 
John Bacon Hutchings. 


Worcester (Mass.) Consolidated Street Railway.—This 
company has awarded the contract for the construction of 
its new express station in Green Street, Worcester, to the 
E, J. Cross Construction Company, Worcester. The struc- 
ture will be one-story, 130 ft. x 30 ft., of brick and con- 
crete. The contract calls for the completion of this build- 
mooby sec. 35, 

Mesaba Electric Railway, Duluth, Minn.—This company 
is now building a new carhouse on the Mountain Iron Road 
about 1 mile distant from the downtown section of Vir- 
ginia. 

Electric Short Line Railroad, Minneapolis, Minn.—This 
company plans to build in the spring a new terminal build- 
ing which will include freight station, passenger depot and 
other structures, at Second Avenue and Seventh Street in 
Minneapolis. E. D. Luce, president. 


Kansas City, Clay County & St. Joseph Railway, Kansas 
City, Mo.—This company plans to build soon a new brick 
passenger station at Eighth Street and Angelique Street in 
St. Joseph. Bids will soon be asked by this company to 
remodel a building at Kansas City to be used as a passenger 
station. J. R. Harrigan, Grand Avenue, Temple, general 
manager. 


Portsmouth Street Railway & Light Company, Ports- 
mouth, Ohio.—During the next few weeks this company 
will award contracts to build a new passenger station on 
the site of its present office building at Tenth Street and 
Offnere Street in Portsmouth. The structure will be two- 
stories, 66 ft. x 42 ft., and of brick construction. 

Toledo & Indiana Traction Company, Toledo, Ohio.—D. 
K. Shoop has purchased for this company the Beech prop- 
erty, adjoining its depot in Wauseon, Ohio. Plans have 
been made to build a new two-story fireproof depot on the 
property, to be used in connection with the present build- 
ing. The second floor will be a hall for the use of the em- 
ployees. 

Oregon Electric Railway, Portland, Ore——Construction 
will be begun at once by this company on a new passenger 
Station at Fifth Street and Willamette Street, in Eugene. 
The structure will be of brick and terra cotta construction, 
120 ft. x 30 ft., and will be built in three sections. The main 
section will contain the waiting room. It will be 509 ft. x 
30 ft. The cost will be $20,000. 

Wheeling (W. Va.) Traction Company.—Work will be 
begun at once by this company on the construction of its 
new carhouse at North Warwood. 


POWER HOUSES AND SUBSTATIONS 


Kankakee & Urbana Traction Company, Kankakee, Ill.— 
‘This company has awarded the contract for the equipment 
for its substation at Thomasboro to the Westinghouse 
Electric & Manufacturing Company. 


Northern Illinois Light & Traction Company, Ottawa, 
Ill.—This company is increasing the capacity of the hydro- 
electric plant at Marseilles, 3000 kw. This plant was fully 
described in the ELecrric RAtLwAy JourRNAL of Feb. 24, 1912. 
The additional capacity is being supplied by adding a steam 
station annex to the existing building, installing a 3000-kw 
turbine and boilers. The whole plant will be handled as a 
unit, all lines passing through the same switchboard. 


Mesaba Electric Railway, Duluth, Minn.—A power sta- 
tion is being built by this company at Virginia to furnish 
power for the proposed line between Hibbing and Gilbert. 
Oscar Mitchell, Duluth, president. 
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Manufactures and Supplies 


ROLLING STOCK 

Easton (Pa.) Transit Company has prepared specifica- 
tions for three car bodies. 

Edmonton (Alta.) Radial Railway has ordered thirty- 
five cars from the Preston Car & Coach Company. 

Minneapolis & Northern Railway, Minneapolis, Minn., 
has ordered two 55-ft. motor cars from the McKeen Motor 
Car Company. 

Des Moines (Ia.) City Railway has ordered from the 
American Car Company fifteen 28-ft. 10-in. closed cars 
mounted on Brill 27-GE-2 trucks. ; 

Michigan United Traction Company, Jackson, Mich., has 
ordered from The J. G. Brill Company five single-truck 
near-side cars mounted on Brill 21-E trucks. 

International Railway, Buffalo, N. Y., has ordered 100 
new near-side cars from The J. G. Brill Company. The 
cars will be equipped with General Electric motors and 
air brakes. 

Mason City & Clear Lake Railroad, Mason City, Ia., has 
purchased one 50-ft. express car from the McGuire-Cum- 
mings Manufacturing Company. The equipment will in- 
clude General Electric No. 73 motors and F. M. control. 

Nashville-Gallatin Interurban Railway, Nashville, Tenn., 
will purchase, through the Fidelity Securities Corporation, 
Stahlman Building, Nashville, Tenn., from ten to fifteen 
second-hand center-dump, standard-gage ballast cars in 
first-class condition. 

Philadelphia (Pa.) Rapid Transit Company has ordered 
I50 new near-side cars from The J. G. Brill Company. 
They will have General Electric motors and air brakes. 
The company has also ordered fifty elevated cars from The 
J. G. Brill Company. 

Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind., noted in the ELtrecrric RarLway JouRNAL of 
Oct. 5, 1912, as having ordered nineteen single-truck pre- 
payment cars from the Cincinnati Car Company, has speci- 
fied the following details for this equipment: 


Seatinpw capacity «amc soster 34 Curtain fixtures s,Cur. oy Co: 
Weight (car body only), Curtain material... Pantasote 

Ta OOOs bs GrOll gS arpeincists eeerrats Dayton 
ieeneth of bodyeme2bat, Orin. | bland? brakeshs.e a. eae Nat. 
@verivestibile oun s2iutetil.mtl CALCESi satya otters tietares Smith 
Width over sills....8 ft: 7 in. Headlights...... 1D SES, Cla): 
Width over all..... Stine Paint yohan alee eens Willey 
Sill to trolley base..8 ft. 10 in. Registers .......... Internat. 
Bodypr stones sere Semmizsteels Seats. sqcmme ave erie cross 
[nterionstrims..,.-2:% cherry Seating material...... canvas 
Headlining..... carline finish Step threads....... Universal 
IVa one! oh span Srarves ee ee turtie-backy  Lruckse .m actress ctr Curtis 
Wrndetirame cy. .t: semi-stee! Varnish .... Flood & Conklin 
Gamat nitnimiin esas ie Dayton 


TRADE NOTES 


American Locomotive Company, New York, N. Y., has 
elected Harry Bronner a director to succeed Charles Miller. 

Charles Head & Company, New York, N. Y., have re- 
moved their offices to the Bankers’ Trust Company Build- 
ing, 14 Wall Street, New York. 

Wheeler Condenser & Engineering Company, Carteret, 
N. J., has opened an office in Cleveland, Ohio, at 1325 
Citizens’ Building, which will be under the management of 
Walter G. Stephan. 

Reginald M. Campbell has become associated with the 
National India Rubber Company and will devote his atten- 
tion to the sale of bare and insulated wires and cables for 
every electrical requirement. 

Western Electric Company, New York, N. Y., will soon 
move its Indianapolis office into new quarters which have 
been leased at 121 South Pennsylvania Street, Indianapolis. 
The new building contains 31,000 sq. ft. of floor space and 
is five stories high. 

Rosenbaum & Stockbridge, New York, N. Y., announce 
that James B. L. Orme is now associated with their firm. 
Mr. Orme is a graduate of the Massachusetts Institute of 
Technology and had several years of practical experience as 
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an engineer and chemist, after which he entered the practice 
of patent law, in which profession he has been engaged for 
several years. 

John D. Smiley, who has been connected with the Penn- 
syivania Steel Company in New York for the past eight 
years, has severed his connection with the company, the 
resignation to take effect Nov. 1. Mr. Smiley has organ- 
ized a company to carry on a general contracting business 
in Edmonton, Alberta, Can., and will make his headquar- 
ters from now on at that place. 


Joseph Dixon Crucible Company, Jersey City, N. J., has 
elected George E. Long, formerly treasurer, vice-president 
of the company to succeed William H. Corbin, deceased. 
J. H. Schermerhorn, formerly assistant secretary and as- 
sistant treasurer, was elected a director and treasurer of the 
company. Albert Norris was elected to the office of assist- 
ant secretary and assistant treasurer. 

Automatic Ventilator Company, New York, N. Y., has 
recently furnished ventilator equipment for all interurban 
cars of the Auburn & Syracuse Electric Railroad, Roch- 
ester, Syracuse & Eastern Railroad and the Syracuse, Lake 
Shore & Northern Railroad. The automatic ventilator is 
also being applied to thirty-five cars now being built by the 
Osgood Bradley Car Company for the Rhode Island Com- 
pany. 

C & C Electric & Manufacturing Company, New York, 
N. Y., has purchased the good-will, patents and other assets 
of the Garwood Electric Company and will continue the 
manufacture of the special lines of electric apparatus de- 
veloped by that company and by its predecessor, the C & C 
Electric Company. Its specialties will include planer 
motors, newspaper press drives, electric welding sets, wire- 
less equipments and slow-speed motors for modern steam- 
heating and ventilating systems. The company will not 
manufacture machines of large capacity but will confine 
its energies to the manufacture and sale of its specialties. 
The officers of the new company are: Alexander Chandler, 
president; Edward D. Floyd, vice-president; Charles L. 
Hyde, treasurer. These, with John A. Montgomery and 
B. W. Johnson, constitute the board of directors. The 
capitalization consists of $250,000 cumulative preferred and 
$250,000 common stock and there is no bond issue or other 
lien on the property. 


Tool Steel Gear & Pinion Company, Cincinnati, Ohio, 
received contracts during 1911 among others from the Chi- 
cago (Ill.) Railways for tool-steel gearing on 1200 new 
motors. This year the following lines have incorporated 
this specification in their new equipment: County Traction 
Company, Chicago, Ill.; New Orleans Railway & Light 
-Company, New Orleans, La.; Houston (Tex.) Electric 
Company; New York, New Haven & Hartford Railroad, 
New Haven, Conn.; Union Traction Company of Indiana, 
Anderson, Ind.; United Traction Company, Albany, N. Y.; 
Syracuse (N. Y.) Rapid Transit Company: United Rail- 
roads of San Francisco, San Francisco, Cal.; El Paso (Tex.) 
Electric Railway; Northern Texas Traction Company, Fort 
Worth, Tex.; Ogden (Utah) Rapid Transit Company; 
Dallas (Tex.) Consolidated Street Railway; Interurban 
Railway & Terminal Company, Cincinnati, Ohio; Sao Paulo 
Tramway. Light & Power Company, Sao Paulo, Brazil; 
Rio de Janeiro Tramway, Light & Power Company, Rio de 
Janeiro; British Columbia Electric Railway Company, Ltd. 
Vancouver, B. C. The total specifications of the foregoing 
companies have placed tool-steel gears and pinions on over 
800 new equipments thus far this year. 


Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has received the following orders for railway 
motors: Boston (Mass.) Elevated Railway, twenty equip- 
ments of type AL control for use in the Cambridge sub- 
way (this is a duplicate of an order received some time 
ago); Waterloo, Cedar Falls & Northern Railway, Water- 
loo, Ia., two quadruple equipments of No. 317 motors and 
type HL single-end control; Northern Ohio Traction & 
Light Company, Akron, Ohio, twenty-five quadruple sets of 
No. 1o1-B-2 motors and K-28-B control; Public Service 
Railway, Newark, N. J., ten quadruple equipments of No. 
310-C-2 motors with double-end HL field-control: Stone & 
Webster Engineering Corporation, Boston, Mass. 
double equipments of No. 307. motors and 
trol; Cincinnati (Ohio) Traction Company, 


‘ twelve 
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twenty-six 
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double equipments of No, 318 motors and K-40-A con- 
trol; Michigan United Traction Company, Jackson, Mich., 
twenty quadruple equipments of No. 333 B-2 motors for 
600-1200-volt operation and ALF control; Connecticut Val- ; 
ley Light & Railway Company, Greenfield, Mass., three 
quadrupie equipments of No. Io1 B-2 motors and type 
K-28-B control. > 

ADVERTISING LITERATURE 


National Quality Lamp Division of General Electric Com- 
pany, Cleveland, Ohio, has issued a twenty-four-page bul- 
letin entitled “Ways and’ Means,” which reviews the most 
recent developments in electric street railway lighting. 

Tate, Jones & Company, Inc., Pittsburgh, Pa., have issued 
in catalog form two new circulars, Nos. 140 and 141, in 
which the company’s complete line of oil-burning equip- 
ment is described and illustrated. This equipment covers 
every purpose and condition under which oil is used as a 
fuel. 

Murphy Iron Works, Detroit, Mich., have printed a sixty- 
four page catalog in which the Murphy automatic smoke- 
less furnace is fully described and illustrated. Many illus- 
trations are presented showing various types of boilers and 
plants equipped with Murphy furnaces. These installations 
represent a variety of industries and operating conditions. 

Terry Steam Turbine Company, Hartford, Conn., has is- 
sued a twelve-page booklet which describes and illustrates 
the Terry turbine and discusses briefly its various applica- 
tions. The publication also contains a list of public service 
companies using Terry turbines, of which thirty-eight are 
railway companies and forty-four electric and gas light 
companies. 

American Engineering Company, Philadelphia, Pa., has 
issued a thirty-two-page booklet which illustrates fourteen 
representative plants, among several hundred, which have 
been equipped with Taylor stokers. Among the railway 
plants illustrated are those of the Boston (Mass.) Elevated 
Railway, Springfield (Mass.) Street Railway, Cleveland 
(Ohio) Railway and Milwaukee Electric Railway & Light 
Company. 

J. W. Paxon Company, Philadelphia, Pa., manufacturer 
of foundry supplies, has published a folder describing two 
new chemicals for use in foundry core rooms. Of. these 
“Pax-oil” has been placed upon the market for use in core 
machines and in any cores where rosin has been used. 
The other chemical, ‘““Ros-core,” is a core binder especially 
applicable to the manufacture of large cores and is in- 
tended to replace the usual core binders such as flour, 
pitch or molasses. It is stated that neither of the chem- 
icals permits the absorption of moisture and that both make 
hard, porous cores giving very little smoke when molds are 
poured. | 

The J. G. Brill Company, Philadelphia, Pa., prints in 
Brill Magazine for October an article describing the con- 
ditions which govern the type of car for city service in 
Minneapolis and St. Paul, Minn. The following articles | 
also appear: “One-Man Prepayment Cars for Locker 


N. Y.,” “Interesting Interurban Cars for Oneida Railway,” 
“Ambulance Car for Bahia, Brazil,’ “New Equipment fo } 
Evansville Railways,” “Novel Interurban Cars for Birming- 
ham, Ala.” As noted in one of the daily issues of the 
Exectric Raitway Journat, the current issue of Brill Maga- 
sine contains a biography and portrait of James H. Mc- ~ 
Graw, president of the McGraw Publishing Company. 
Federal Storage Battery Car Company, Silver Lake, — 
N. J., has just issued Bulletin No. 31, describing the Beach — 
cars propelled by Edison batteries. This booklet is a 
exceptionally interesting one in that operating resu 
all types of cars are given in detail, thus providing 
satisfactory means for determining what the cars are c 
ble of doing. The bulletin is illustrated with halftones 
the various types of cars which have been built and git 
a history extending from the first Edison-Beach 
is now in operation on the Twenty-eighth and Twe 
ninth Streets Crosstown Railroad, to the three-car 
train recently built for the Unidos railroad, Ha 
bulletin is exceptionally complete i 
different types of the Federal 
re 
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CITY AND INTERURBAN CARS AND TRUCKSIE 


This Truck For Speed Service— 
Brill No. 27 M.C. B. 


Safety, the first consideration in a high speed truck, is in this design 
provided by one-piece solid forged side frames. This insures not only 
ample strength where it will do the most good, but also makes _pos- 
sible a transom, pedestal tie bar and end frame construction of a char- 
acter that insures permanent squareness. 


A one-piece cast steel bolster is another feature of this truck. The 
number of parts has been cut to an irreducible minimum and brake 
parts are made highly accessible. 


«There are four: sizes of the Brill No. 27 M. C.B. Truck—for 
_ journals 33 x 7, 44 x 8, 5 x 9 and 54 x 10. 


Three-score and ten of the foremost high speed railways have 
made this truck their standard. 


If you have never investigated this truck, we shall be glad to send 
you full details. 


I L COMPANY JOHN STEPHENSON COMPANY WASON MANUFACTURING CO. 
Peas Gh oe eee ilizabetiivne tent. ss keels es INTs SODINGTCIG.. Sy nace ds-<5 mcrae ules Mass. 


Ga C; KUHLMAN COMPANY COMPAGNIE J. G. BRILL 
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Brooklyn Side Entrance Cars Monee if i | 
and Control Designed and Furnished 
by the General Electric Company. 


For Side Entrance Cars| — 
Sprague G-E Type “M-K” Control and — | 
G-E Commutating Pole Railway Motors ey 


Will be installed on one hundred cars now being bulls | 
for the Brooklyn Rapid Transit Company. iB ie 
This order—the first of its kind—emphasizes the con- : Bee 
fidence which city railway managers are placing in the | 
‘‘all electric”? method of control. BC 
A single box located beneath the car carries the con- 
troller contactors, overload relay and reverser. It is lights 
compact and allows flexibility of arrangement. _ 
The motors are of the commutating pole type on will i 
be operated with the tap field control—a method for which — 
modern G-E railway motors are adapted. | 
These advantages which mark the Bigoklva Ser 
improvements as distinctly progressive can be aphlied 
your city service. 
Ask our local office for further information, baa ik 


Atla Chica; Largest Electrical 
Baltimore Mad Semaine Ohio g al Manufacturer in the World ‘Nas 
Birmingham, Ala Cleveland, Le General Office: Schenectady,N. Y. 
oise, Idaho ‘olumbus, Ohio 
Boston, Mass. Davenport, Iowa ADDRESS NEAREST OFFICE | 
Buffalo, N. 7 ' Dayton, Ohio 
Butte, Mon Denver, Colo. Kansas City, ae 
Charleen, Ww. Va. Detroit, Mich. orien of Keokuk, low 
Charlotte, N.C Eri e, Pa. Agent) Kno xville, Tonk, y 
Chattanooga, ae Indianapolis, Ind. Los Angeles, Cal. 
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